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Our Platform 


A conference participated in by representatives of 
all interests, as well as government officials and 
economists, for the purpose of determining the facts in 
controversy with respect to competitive forms of trans- 
portation, with a view to setting up a sound and fair 
system, with proper coordination. 

A permanent transportation institute, supported by 
all interested in sound policies, for the purpose of 
setting forth facts without bias. 

Keep the government out of business. This applies 
to ocean and inland waterway transportation as well as 
to other business. 

Take politics out of rate-making. 

Non-discriminatory and reasonable railroad rates for 
shippers, but a rate level high enough to give the rail- 
roads as a whole the adequate revenue prescribed by the 
law and the Commission. 

A traffic department, in charge of a capable traffic 
man, for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort of 
service that will justify employing them. 





TAXES 


AXES, except as they may be regarded as burdens 

not equitably distributed among agencies of trans- 
portation and, thus, productive of advantage for one and 
disadvantage for another in the fight for business, are 
not especially appropriate for discussion in a_ traffic 
magazine; still, it is difficult sometimes to keep silent 
when a matter of such great public interest is under 
consideration, especially when those who discuss it ap- 
pear to be so ignorant or so wilfully evasive of funda- 
mentals and the cure for the situation appears so obvious. 

All state, county and local units operate under tax 
laws administered by designated officers. Everybody 
knows that these laws are not enforced as they should 
be; in some cases they are not enforced at all and in 
other cases they are not properly enforced. 

Everybody who owns real estate pays taxes; there is 
no way of escaping them. But it is equally incumbent 
on the owners of personal property—such as household 
furniture, automobiles and the like—to pay taxes. But 
how many persons do you know who pay no such per- 
sonal taxes? If you do not know many or any it is 
merely because you have not discussed the matter with 
them or those with whom you have discussed it have 


The Traffic World 


An independent national journal of transportation; a working tool for traffic men 


Rail —Water— Motor Vehicle—Air— Material Handling and Distribution 


September 19, 1931 


PAGE 601 





Number 12 





not been frank. We would not venture to put it into 
definite figures, but a large percentage of owners of 
personal property pay no taxes. They are either not on 
the rolls, or, being there, disregard requests for inven- 
tories of their holdings for tax purposes. No attempt 
is made to get them on the rolls or, having put them 
there, to compel them to pay taxes. They regard it 
largely as a joke that they are enabled to escape these 
payments and their consciences do not trouble them 
because others are paying for their police and fire pro- 
tection, the sanitary measures that make it possible for 
them to live healthfully and the education of their chil- 
dren. 

We suggest, therefore, not that there be other laws 
(at least for the present) but that the laws we have be 
enforced. Everybody who owns anything taxable should 
pay his proportion of taxes. If that were done there 
probably would be no problem of public revenue in any 
community and taxes, by reducing either the valuation 
or the rate, might be reduced to the point where the 
ridiculously small values stated even by those who do 
make returns on personal property, might be justifiable 
and legal. 

It would be comparatively easy and merely a task 
of efficient administration and management to see that 
every householder was put on the tax books and that he 
paid on a proper valuation at the rate necessary to pro- 
duce the revenue required. When that is done it will be 
time enough to cast accounts and see if additional 
measures are necessary. 


THE EDITOR AND HIS READERS 


T is a well known phenomenon that everybody thinks 

he knows something about everybody else’s business— 
and so he does, if he is more or less of an observer and 
has opportunity for observation. But it seems to us that 
the outsider who assumes to know something of the 
publishing business and is free with his comments and 
criticisms with respect to it, knows less about that busi- 
ness than about most other things that arouse his interest 
in which he is not vitally concerned—and this is the 
more peculiar because, while the observer may have had 
no experience in the business and no especial acquaint- 
ance with persons who have had experience, he, none the 
less, has the product of the publisher before him every 
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RAILROADS OF TOMORROW 


RAILROAD is not all steel and steam. Its beginning, as well as much 
of its future success, is laid out thru the instruments of the surveyor. 
Early in the last century, the pioneers who foresaw the future of trans- 
portation by rail, built the Wabash with the idea of making it the quickest 
and most direct route of trade in the region served by its facilities. It 


was after the selection of this line of travel that the Central West 
entered upon the most impressive period of its development. 


Progressing always with advanced engineering knowledge, 
yet maintaining that strategic position which has increased 


in importance thru the years, the Wabash Railway reflects 
.* the wisdom and careful planning of its founders. 
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day and has, perhaps, better opportunities for studying 
publishing methods than for almost any other line of 
work in which he is not himself engaged. 

We are moved to these remarks by comments re- 
ceived from time to time from readers and subscribers 
who object because we have printed so much of this 
and so little of that. They are prone to ascribe ulterior 
motives for what they consider these sins of omission 
or commission. They do not stop to think of our prob- 
lem and, even when told, they are likely to disbelieve. 
If they will stop to consider, however, they can easily 
visualize the number of speeches made, the volume of 
testimony offered, the number of briefs filed, and the 
impossibility of our publishing in full all these things, 
even when they are especially called to our attention— 
as they frequently are. Our policy is, if we consider 
the particular thing worthy of notice at all, to give it 
what, in our opinion, it is relatively worth in space, 
bearing in mind the physical limitations of a publication 
of this kind—or of any publication—and endeavoring to 
portray faithfully the thought of the person behind the 
speech, or testimony, or brief. Of course, we are human 
and our judgment may not always be correct. Again, 
the judgment of one man assigned to write of the par- 
ticular matter may differ from that of another who 
might have done the writing. Of course, also, we may 
make mistakes involving inaccuracy and so do an in- 
justice, though, in such case, the one to whom the 
injustice is done need only make his cause of complaint 
known and we will set the matter right. We know, 
of course, the annoyance to one seeing his burning 
thought briefly digested when he hoped to see it printed 
in full, or practically in full, and when he really believes 
it should be so printed. But he must consider our point 
of view. We can’t print everything and we do the best 
we can. 

We appreciate the feeling on the part of our sub- 
scribers that ours is a magazine in which their views may 
find representation, but there are necessary limitations. 
Suppose, for instance, that every witness in the recent 
advanced rate hearings had taken the ground that we 
should print everything he had to say, or, at least, those 
parts of his evidence that he considered important. 
Where would we have been if we had undertaken to fill 
the order? We have no doubt that we overlooked the 
importance of some things and gave unnecessary space to 
other things; this was inevitable under the circumstances 
—which were space limitations, difficulty in hearing 
everything while so many sessions were being conducted 
simultaneously, and human liability of error. We can 
only hope that our subscribers will give us credit for 
attempting to present a complete and fair picture and 
that those are much in the minority who must find hidden 
motives in what we publish or leave unpublished. We 
have no policy in eur news columns except to print the 
news as correctly and fully as possible. We don’t care 
whether or not a man who makes a speech, or submits 
some evidence, or writes a brief, agrees with us or not; 
what he says and does is treated on its news merits. A 
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reader has a right to criticize our judgment—though he 
ought to know a little more about the matter than he 
generally does before he ventures his criticism—but he 
has no right to question our motives when what we print 
in our news columns does not accord with what he 
thinks we ought to print. 

In this connection, we desire to call attention to the 
fact that we have an “open forum” department for pub- 
lication of communications from subscribers on subjects 
of transportation interest. We are not only willing to 
publish such communications, but anxious to do so, 
when they are of reasonable length and couched in “par- 
liamentary” language. They must, of course, be signed 
by the writer. There is no excuse, therefore, for any 
subscriber saying that The Traffic World will not print 
what he says. If he says it at such length or in such 
language that we cannot print it, we tell him so and give 
him a chance to revise his letter. 


AN OVERWORKED COMMISSION 


(By Thomas F. Woodlock, in The Wall Street Journal) 


With the close of the “hearings” on the “fifteen per cent 
case” the most difficult problem that has ever been presented to 
the Interstate Commerce Commission approaches its final stages. 
Even the least judicial of the Commission’s critics must admit 
that the case bristles with difficulties. It is not easy to think of 
any complication that is not to be found somewhere in the 
matter. A tremendous weight of responsibility rests upon the 
shoulders of that much overworked body. How it will discharge 
that responsibility remains to be seen. When the time comes 
to pass judgment upon its decision, whether we like that decision 
or not, we may profitably remember that it is the decision of 
men who have labored hard and conscientiously under an in- 
human strain to the best of their ability to perform an im- 
possible task. 


Look for a moment at the bare facts. The official year in 
Washington contains fifty-two Sundays, and seven other 
holidays. Subtract these from three hundred and sixty-five, 
there are left three hundred and six, and for the purpose of 
computation consider Saturdays as full days. Of these three 
hundred and six days an Interstate Commerce Commissioner will 
spend upon an average one hundred on the bench listening to 
“arguments” upon “cases”; it will not always be “all day” but 
seldom will it be less than half a day, and it is safe to say that 
if he can save an hour on an average on his “bench” days he 
is lucky. 

There are left two hundred and six days. For ten months 
in the year there are scheduled in each month four days for 
“conference” and these days are entirely devoted to the despatch 
of business by vote. It will be a very unusual year which will 
not contain at least twenty “special conferences”; this accounts 
for sixty days out of the two hundred and six available and 
leaves a remainder of one hundred and forty-six days, which the 
commissioner can devote to work in his office. 

What is this ‘work’? It is merely the study of his “cases,” 
his “petitions,” his “suspension” papers, his “fourth section ap- 
plication’ memoranda, his “finance cases” and a mass of routine 
administration matters. He will have to acquaint himself thor- 
oughly with an annual average of well over 400 “rate cases,” all 
highly complex in detail, and with the merits of at least 400 
“petitions” for rehearing or reargument of cases already decided. 
If he happens to be attached to the division that deals with 
“finance,” he will have an annual average of about 400 finance 
cases also to attend to, and if he is not on that division he will 
have an equivalent in “valuation,” “suspension” or “fourth 
section” matters which he must digest and upon which he must 
vote. Many of these matters are voluminous and difficult be- 
cause of their complexity; some are relatively simple, but, easy 
or difficult, he must acquaint himself with them enough to know 
what he is doing when he votes upon them. Spread this mass 
of work over one hundred and forty-six days and suppose the 
commissioner to spend every working hour of each of those days, 
and you have even then a degree of pressure that is inhuman. 
Allowing a month’s vacation reduces these days to one hundred 
and sixteen! This is why Sundays and legal holidays mean very 
little in the life of an Interstate Commerce Commissioner; he 
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has to use them or most of them for work, and he does; for 
him the word “leisure” has little or no meaning. 

The tragedy of the affair is that this unending routine of 
drudgery leaves little time for the careful consideration of 
matters of tremendous importance and little. or no opportunity 
for interchange of views, much less for leisurely discussions, 
outside of formal “conferences” days, when the pressure of 
business demanding immediate dispatch is so insistent that in 
the nature of things discussion must be limited—with rare excep- 
tions—to bare essentials. Nor is it to be supposed, even, that 
on other than “argument” or ‘‘conference” days a commissioner 
can lock himself in his office and, undisturbed, bury himself in 
his “cases.” There are always people who have to be seen, 
sometimes a steady stream of them, all, no doubt, on legitimate 
and relevant business, but destructive of time. Only during 
two months of the year—from about the middle or third week of 
July to the last week in September, during which time argu- 
ments and formal conferences are suspended—has a commis- 
sioner opportunity to “visit” with his brethren and discuss with 
something like leisurely completeness any of the many difficult 
questions that are adways awaiting decision. Give an Interstate 
Commerce Commissioner a day of forty-eight hours and suppose 
him to need neither food nor sleep, add to that the intellect of 
an archangel, and he would be busy all the time and puzzled 
much of the time! 

It is under these conditions that that body to which, as the 
Supreme Court put it, is committed a “fostering guardianship” 
of the railroads must discharge its functions. Not difficult is 
it to see wherein lies the main trouble; it lies in the intolerable 
multitude of rate controversies 70 per cent of which, the Com- 
mission tells us, consist of claims for “reparation,” i. e., suits to 
recover damage for “torts” committed by the collection of rates 
“unreasonably” high or rates for which there is no tariff author- 
ity. Considering that since 1910 all rates have been under com- 
plete control by the Commission and that reparation claims 
must be filed within two years from date of shipment under 
Section 1 and three years under Section 6, one can but wonder 
how it is that so many rates are in these days found to have 
been “unreasonable” in recent years. It raises in one’s mind a 
doubt as to the “reasonableness” of the criteria commonly 
applied to determine the “reasonableness” of these rates, so far 
as the past is concerned! 

However that may be, there is the picture of the Com- 
mission’s “job.” 


SHIPPERS’ CONFERENCE OF NEW YORK 


The Trafic World New York Bureau 


Opposition to proposed freight rates that would permit 
the rail lines to move imports to inland points at lower rates 
than for domestic shipments was expressed by the Shippers’ 
Conference of Greater New York in a resolution adopted 
unanimously at its first monthly meeting of the fall season 
September 16. 

The resolution followed a discussion of the railroads’ pro- 
posal to establish new rates on both export and import traffic 
between North Atlantic ports and Central Freight territory. 
It was introduced by Paul Ripley, traffic manager, American 
Sugar Refining Company, who said he considered it incon- 
sistent with the aims of the organization to lend its support 
to any movement of imports through New York or other ports 
to inland points at less than the domestic rate. He charged 
the Port of New York Authority, because of its attitude in 
indorsing the proposal, with having a greater concern for im- 
port traffic than for manufacturers in the port district. 

W. L. Mathey, who presided, was authorized to act as 
spokesman of the conference at the hearing called by the 
Trunk Line Association in Buffalo September 18. The point 
was stressed that the proposed new rates would give foreign 
and Pacific Coast shippers and manufacturers an unfair ad- 
vantage over those in the local area on shipments to C. F. / 
territory. 

Walter Hedden, representing the Port of New York 
Authority, explained that the railroads proposed to scrap 
present domestic rates December 3, under a recent decision of 
the Commission, and would carry domestic freight on a mileage 
zone basis. In order to maintain differentials between rival 
American ports, the railroads had added the domestic rates 
inland and the Port Authority had sanctioned this action, he 
said, to save the existing port differentials. Mr. Hedden said 
he would attend the Buffalo meeting favoring the railroads in 
the matter and would represent-the Merchants’ Association of 
New York, the New York Freight Forwarders’ Association, and 
the Port Authority. 

C. L. Hilleary, chairman of the shippers’ committee dealing 
with railroads on the question of store-door delivery, advocated 
by the shippers, reported that the railroad executives would 
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discuss the subject at a meeting September 23. Following that, 
the railroad shippers’ committee would meet with the rail ex- 
— September 28, if such a meeting could be arranged, he 
said. 

The chair was authorized to appoint a representative com- 
mittee to attend the hearings in the railroad management in- 
vestigation, which was opened September 16 in Boston. Mr. 
Mathey said he would ask W. H. Chandler, chairman of the 
conference, who was in Boston, to name the committee. 

Milton P. Bauman, second vice-chairman of the conference, 
made an oral report on the Chicago hearing on the railroads’ 
application for a 15 per cent increase in freight rates. Y 

It was announced that, beginning October 1, the railroads 
would put into effect a $10 charge for stopping a freight car 
in transit for partial unloading or to complete loading. The 
shippers had asked that the fee be fixed at $6.50. 


REVENUE FREIGHT LOADING 


Loading of revenue freight for the week ended September 
5 totaled 759,546 cars, according to the car service division of 
the American Railway Association. This was a reduction of 
4,218 cars below the preceding week and a decrease of 97,103 
cars below the corresponding week of last year. It was 258,935 
cars below the loading for the corresponding week of 1929. 

Revenue freight loading by districts the week ended Sep- 
tember 5 and for the corresponding period of 1930 was reported 
as follows: 


Grain and grain products, 5,379 and 5,648; live 
30,599 and 32,741; coke, 1,261 and 1,651; 
2,591 and 3,995; merchandise, 
66,464 and 75,980; total, 


Eastern district: 
stock, 2,241 and 1,873; coal, 
forest products, 23507 and 3,547; ore, 

L., 60,817 and 56,029; miscellaneous, 
1931, “171, 859; 1930, 181, 464; 1929, 218,516. 

‘Allegheny district: Grain and grain products, 3,086 and 2,683; 
live stock, 1,668 and 1,987; coal, 30,881 and 30,184; coke, 2,034 and 
4,547; forest products, 1,521 and 5.128; ore, 6,992 and 9, 426; morchan- 
7 53 


dise, L. L., 44,455 and 44, 129; miscellaneous, 59, 868 and 
total, 1931, "150, 505; "1930, 167, 089; 1929, 212,684. 
Pocahontas district: Grain and grain products, 296 and 244; live 


stock, 156 and 388; coal, 34,070 and 36,831; coke, 237 and 271; forest 
products, 754 and 1,055; ore, 527 and 269; merchandise, ; 
6,342 and 6,332; miscellaneous, 6,686 and 6,641; total, 1931, ‘47, 068; 1930, 


52,031; 1929, 60,245. 
Grain and grain products, 2,789 and 3,378; 


Southern district: 
live stock, 977 and 1,311; coal, 18,085 and 19,558; coke, 441 and 463; 


forest products, 8,864 and 11,428; ore, 487 and 828; merchandise, 
L. C. L., 35,999 and 35,377; miscellaneous, 36,618 and 46,193; total, 
1931, 104, 310; 1930, 118,536; 1929, 142,120. 


Northwestern district: Grain and grain products, 10,245 and 19,931; 
live stock, 6,670 and 7,176; coal, 6,694 and 6,169; coke, 892 and 1,305; 
forest products, 6,233 and 8,454; ore, 22,469 and 30,181; merchandise, 
L. L., 26,629 and 27,018; miscellaneous, 31,625 and 37,117; total, 
1931, 111, 457; 1930, 137,351; 1929, 159,825. 


Central western district: Grain and grain products, 12,457 and 
12,993; live stock, 8,634 and 9,435; coal, 8,326 and 8,501; coke, 166 and 
132; forest products, 5,035 and 5,764; ore, 1,779 and 2,311; merchan- 
dise, L. C. L., 29,301 and 28, 616; miscellaneous, 48,278 and 61,189; 
total, 1931, 113, 976; 1930, 128, 941; 1929, 142,877. 

Southwestern district: Grain and grain products, 3,972 and 5,179; 
live stock, 2,185 and 2,521; coal, 4,300 and 4,154; coke, 141 and 168; 
forest products, 3,061 and 4,738; ore, 362 and 441; merchandise, 
L. Cc. L., 14,688 and 13,788; miscellaneous, 29,762 and 40,253; total, 
1931, 58, 471; 


1930, 71,237; 1929, 82,214. 
Total, all roads: Grain and grain products, 38,224 and 50,056; 
live stock, 22,531 and 24,691; coal, 132,955 and 138,138; coke, 5,172 
and 8,537; forest products, 27, 975 and 37, 109; ore, 35, 157 and 47,451; 


merchandise, L. C. L., 218,231 and 211,289; miscellaneous, 279,301 and 
339,378; total, 1931, 759,546; 19380, 856,649; 1929, 1,018,481. 


Loading of revenue freight in 1931 compared with the two 
previous years follows: 


1931 1930 1929 
Five weeks in JAnUATY ......6560:.00006 3,490,542 4,246,552 4,518,609 
Four weeks in February............. 2,835,680 3506,899 3,797,183 
POUPr WOGES If BEATER. 0.6656. cccsecs 2,939,817 3,515,733 3,837,736 
POUP WOGEE 1 ADT. «6 6.666660 c00ce00 2,985,719 3,618,960 3,989,142 
Ue WOGES OB TEGT...« 6c cncse vie vcces 3,736,477 4,593,449 5,182,402 


WOE WOEEE TE. BUTB se <n cciscicdsionss 


tr WOES EF DUNT... << 5c ces vcv cece 2,930,767 3,555,610 4,160,078 
Dive WeGnS Mi AUsUBt..... 02. cece 3,747,284 4,671,829 5,600,706 
WOOK Of BEPtOMbe? B........ 60s cceees 759,546 856,649 1,018,481 

NE. Sd ors owas ure eae e amend eee 26,417,581 32,284,664 36,396,218 


CAR SURPLUS REPORT 


The average daily surplus of freight cars in the period, 
August 31-September 7, inclusive, was 565,109, as compared with 
573,680 cars in the preceding period, according to the car service 
division of the American Railway Association. It was made up 
as follows: 


Box, 248,504; ventilated box, 2,141; auto and furniture, 46,581; 
total box, 297,226; fiat, 21,884; gondola, 121,222; hopper, 81,373; total 
coal, 202,595; coke, 1,362; S. D. stock 21,998; D. D. stock, 35,070; re- 
frigerator, 14,610; tank, 578; miscellaneous, 1,286. 


Canadian roads reported a surplus of 45,300 cars, made up 
of 37,500 box, 4,950 auto and furniture, 500 flat, 175 gondola, 600 
S. D. stock, 1,275 refrigerator and 300 miscellaneous cars. 
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Current Topics in 
Washington 
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About ten years ago the fathers of the 
country having control of the purse de- 
cided that Washington needed beautifica- 
tion. Therefore, they decided not only 
that the temporary buildings erected to 
house the duplication for war purposes 
ordained of almost all governmental agencies should come down, 
but that also all the structures on the south side of Pennsyl- 
vania avenue between the Treasury and the Capitol should be 
razed. They also decided, either then or later, that the so-called 
architectural monstrosities housing the Post Office, State, War, 
and Navy departments should be replaced by seemly buildings. 

Now the beautification has gone far enough to suggest that, 
when the government of the United States decided to go into 
a building spree, it had no more idea as to what should be 
done than had the miner who had struck gold, when he went 
into an eating place for something to eat. He knew he had 
all the money he could possibly need, but he could not think 
of anything other than $45 worth of ham and eggs. So that is 
what the waiter was ordered to bring. 

The Greek temple seems to have been all the beautifiers of 
Washington could think of or about in connection with their 
determination to do a bit of splurging. So almost innumerable 
Greek temples are springing up on the properly underpinned 
mud flats of the Potomac. They are topped with red roofs. 
From any of the taller buildings on the higher land, the new 
buildings look like rows of dismal barracks with red tin roofs. 
The tiles in the roofs may be the finest ever made, but they 
offend the eye, particularly in that the architecture is not pure 
Greek in the treatment of the roof, which is without the bal- 
ustrade that hides the roof of a Greek temple, sitting, as it 
should, on a hill and not in a mud flat. The barrack-like appear- 
ance of the structures nearly completed make the Post Office 
and State, War, and Navy buildings look almost like archi- 
tectural gems. Perhaps, when the whole scheme is carried out, 
there will be real beauty for the eye to rest on. 


Public Buildings 
a la $45 Worth 
of Ham and Eggs 





“And him that taketh away thy cloke 
forbid not to take thy coat also.”—6, St. 
Luke, 29. 

The National Association of Motor 
Bus Operators is to hold a meeting at 
Atlantic City, N. J. September 28 and the 
following day. Though the operators have not set forth in their 
program that they will consider methods whereby they will 
undertake to divert more passengers from the railroads to the 
busses, a feeble-minded man might expect them to think a little 
about that matter. 

Lest the operating expenses of the bus operators be sent 
too high by what expenses they may incur in traveling to and 
from Atlantic City, the railroads have followed the advice given 
by St. Luke. The fact is set forth in a bulletin issued to mem- 
bers of the association by John M. Meighan, who runs their 
Washington office, as follows: 


Railroads Are 
Humble and Full 


of Forgiveness 


Since our last bulletin was released the different passenger associ- 
ations of the country have advised us that special fare tariffs cover- 
ing the Atlantic City meeting have been filed with the Interstate 
Commerce Commission and we have been furnished with copies of 
the tariffs as filed. Our members should bear in mind that they 
are entitled to a rate of one and a half times the regular one-way 
fare in their round trip transportation to the convention only if 
150 reduced rate certificates are presented during the meeting at the 
validation desk at the Ambassador Hotel for validation. In order 
that we can be sure that everybody understands the requirements 
in connection with the reduced rate transportation we give again 
an outline of the procedure to be followed. 





Action taken by the Ohio and South 
Carolina commissions with respect to the 
operation of common carrier trucks and 
their rates (elsewhere in this issue and 
Traffic World August 22, p, 414) has sug- 
gested the thought to some that, while 
Congress dreams about the matter, the states may do a good 
deal toward placing the motor vehicle and the railroad on a 
fair competitive basis. The Texas legislature has placed limits 


States May Show 
the Way in 
Motor Regulation 
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on the sizes of trucks and done other things, presumably, on 
the theory that such limits and requirements are caused by 
considerations of safety rather than by demands for fairness. 
(See Traffic World, August 22, p. 414.) 

Follies committed by state legislatures in the name of safety 
now contribute, in considerable measure, to the unhealthy con- 
dition of the railroads. For that reason, so-called safety meas- 
ures, as a rule, do not appeal so much to those who are inter- 
ested in the establishment of fairness as do measures of the 
sort Ohio and South Carolina have taken. 

State legislatures were in the field long before Congress 
with legislation against the follies and, perhaps, crimes of the 
railroads incident to their wild competition with each other. 
Granger legislation, a reaction against railroad foolishness, went 
as far out of the way of decency, in many instances, as the 
insanity of the carriers by railroad had carried them. It would 
be an interesting fact in history if the state legislatures, after 
their orgy of railroad baiting, should now turn about and become 
railroad protectors against follies attributed to the ignorance 
of operators of the motor vehicle. 

The South Carolina idea of truck rates higher than those 
of the railroads seems, however, to go counter to the usual idea 
that the public should have the lowest rates, regardless of what 
the effect may be. Of course, in so far as Congress is con- 
cerned, that idea went into the discard in 1920, when the Com- 
mission was authorized to establish minimum rates. 





It may be that the trucks have taken 
an enormous tonnage from the railroads, 
as some folks have suggested. Builders 
of trucks, however, are not able to show 
a picture suggesting abounding prosperity 
for them. 

In the eight months ended with August, including an esti- 
mate for that month, truck production in the United States and 
Canada totaled approximately 337,000 units, a decline of 22 per 
cent from the total of 430,173 trucks in the corresponding period 
of 1930 and 46 per cent below the record production of 634,809 
trucks in the corresponding part of 1929. These figures bring 
this year’s production down to about the 1924 level. 

Passenger car production, however, fell off 27 per cent in 
comparison With 1930 and 54 per cent in comparison with 1929. 
That suggests that, of the competitive business, the trucks have 
taken a larger share than heretofore and the railroads a smaller 
share, passenger car production having fallen more than truck 
manufacture. 

Truck registrations suggest a little different picture. Reg- 
istrations fell off 22 per cent in the first seven months of 1931, 
which is less than the decline in production. The total of truck 
registrations in the first seven months of the year, the latest 
figures available, 207,413, is only 35 per cent under 1929 in 
comparison with a reduction of production of 46 per cent in the 
compared periods. 

Production of trucks for export fell off 31 per cent in com- 
parison with the corresponding period of 1930, and about 60 per 
cent in comparison with the like period in 1929. 


Truck Industry 
Figures Resemble 
Railroad Data 





While the relatives and friends of the 
latest lost trans-oceanic aviators are in the 
acute stage of their mourning, the Post 
Office Department will be celebrating the 
twentieth anniversary of the first air mail 
dispatch in this country, September 23, 1911, 
over a route between stations on Long Island, near Mineola, 
N. Y., a distance of less than ten miles. That service lasted 
from September 23 to October 2, while an aviation meet was 
going on there. 

Frank H. Hitchcock, then postmaster-general, now a news- 
paper publisher at Tucson, Ariz., flew with Earle L. Ovington, 
the first duly sworn airplane mail carrier, on one of his trips, 
Ovington and Hitchcock were authorized by the Post Office 
Department, as part of the celebration, to fly the air mail on 
September 23 from Los Angeles, Calif., to Tucson, Ovington 
having pointed out that, since having taken the oath as an air 
mail carrier in 1911, he had neither resigned nor been dismissed. 

What now seems remarkable is that the first air mail was 
dispatched so long after Orville Wright had shown that ma- 
chines could be built that would not only carry the operator 
but a passenger or passengers as well. He showed that, more 
than three years before, a passenger, Lieutenant Selfridge, had 
lost his life through the crashing of a plane. But the more amaz- 
ing thing about the matter was that, while Americans were 
showing how to fly and army officers were working on the 
problem of making airplanes serviceable appliances of Mars, 
Americans, in the world war, cut a pitiable figure in aviation, 
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though they spent about $630,000,000 in their efforts to obtain 
an air force worthy of the name. 





Every now and then it is possible, 
for a man of poise, to say “amen” to 
work done by a governmental bureau. 
For instance, the Federal Trade Com- 
mission has just finished stepping on 
the corporate publisher of a widely dis- 
tributed magazine devoted to phases of the motion picture in- 
dustry. Because of the stepping, the publisher has agreed to 
stop the circulation of advertisements of the seller of a cure 
for bashfulness. 

Anyone who has come into contact with one who has lost 
his bashfulness so that he can repeat all the high sounding 
praises of Busted Cartridges, Inc., securities without batting 
an eye, will back up the trade body in its determination to put 
down the vendors of cures for bashfulness. What the country 
needs is more, not less, bashfulness. There would not now be 
sO many mourners at the sides of strong boxes filled with 
“securities” issued by promoters of apartment hotels and office 
buildings whose only interest, it now appears, in those enter- 
prises, was the gathering of commissions on sales of real estate 
and supplies at prices so enormously inflated that there never 
were many chances of investors in the so-called stocks and 
mortgage notes or bonds ever getting anything other than a 
series of shocks as a return on their investments. Curers of 
bashfulness, it is suggested, should be drawn and quartered first 
and tried afterward.—aA. E. H. 


S. W. DOOR-TO-DOOR RATES 


The Interstate Cotton Oil Refining Co., Sherman, Tex., has 
asked the Commission to suspend item 35 of Johanson’s I. C. C. 
No. 2318, effective October 1, on the ground that the door-to-door 
service therein proposed to be established will be unduly preju- 
dicial against the applicant and unduly preferential of its com- 
petitors. The applicant for suspension says that in selling lard 
substitutes and cooking oils from its plant at Sherman to des- 
tinations in Arkansas, Louisiana, Missouri and Oklahoma it 
comes into competition at points in the destination states named 
with packing plants and refineries located in the origin states 
named in the tariff, and particularly with plants at Oklahoma 
City, Okla., St. Louis, Mo., East St, Louis, Ill., Kansas City, 
Mo.-Kan., and Topeka, Kan. 

Objection igs made to that part of the tariff which says that 
no delivery service will be accorded on the shipments prescribed 
in section 1 of the tariff when originating at or destined to 
points in Texas except on shipments between Texarkana, Tex., 
on the one hand, and stations outside of Texas, on the other. 
The protestant alleges that on peddler car shipments made by 
its competitors the tariff provides for delivery service at des- 
tinations in the states named, while on shipments made by it 
no such delivery service will be performed. The cotton oil 
company asks the Commission to require the cancellation of 
section 2 of the item specified and that the railroads be required 
to accord the same delivery service on its shipments in peddler 
cars as is accorded on shipments of competitors using peddler 
cars. 

In answer to this protest, Johanson, the tariff publishing 
agent, said that in this tariff it was proposed to establish new 
practices, but that it was to be observed that the protestant 
did not seek a suspension of the new practices or changes pro- 
posed by the tariff, but sought an extension of the proposed 
practices on less than statutory notice through the mediium of 
a suspension order. 


S. W. LIVE STOCK PETITIONS 


In two petitions in No. 17000, part 9, Hoch-Smith western 
live stock rates, and the cases joined therewith, southwestern 
live stock interests have asked for reopening for rehearing, or 
reargument or reconsideration and modification of the Commis- 
sion’s decision with respect to rates on stocker and feeder cattle; 
for the modification of report as to the grouping of Kansas City 
and St. Joseph, Mo., on traffic from points in Texas and Okla- 
homa and states east thereof; for the modification of the report 
dealing with the so-called market privilgee rule; for modifica- 
tion to make it clear that the basis of proportional rates pre- 
scribed to the Mississippi River crossings shall apply to the 
so-called lower Mississippi River crossings; to provide that 
cattle rate and weight shall apply as the maximum on calves, 
and to provide in southwestern territory that the minimum 
weight applied on sheep shall also apply on goats. 

In the petition pertaining to stocker and feeder cattle rates, 
the southwestern interests point out that the Commission in 
saying that such rates should not be made to slaughter points 
seemed to be under the impression that at such points stocker 
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and feeder rates could not be properly policed at the slaughter 
or market points. It was their firm belief, they said, that the 
legal rates were protected in every instance, whether they were 
applied at country points or at market points. They said there 
was much less chance for manipulation at market than at 
country points. 

The organizations signing the petitions were Texas & 
Southwestern Cattle Raisers’ Association, Highland Hereford 
Breeders’ Association, Panhandle Live Stock Association, Sheep 
and Goat Raisers’ Association of Texas, Live Stock Traffic 
Association, El Paso Freight Bureau and Oklahoma City Live 
Stock Exchange. 


CHICAGO SWITCHING RATES 


A group of Chicago shippers held a meeting, September 18, 
to consider action to be taken in order to avert increases in 
switching rates in the Chicago district on interstate movements 
under the Commission’s decision in docket 19610, switching rates 
in the Chicago district, and cases joined with it. On August 
11 the Commission issued its decision finding that rates of 3 
cents a hundred pounds for single line hauls, of 3.5 cents for 
two-line hauls, and 4 cents for three or more line hauls would 
not be unreasonable. On August 16, the Illinois and Indiana 
state commissions, in decisions in intrastate cases heard 
cooperatively with the interstate cases, found that any increases 
in rates on intrastate traffic would not be justified, and per- 
manently suspended the proposed increases, so far as intra- 
state traffic was concerned. (See Traffic World, August 29, p. 
467.) The present rates are 2.5, 2.5 and 3 cents, respectively. 

The increased rates represented, in substance, a compromise 
between Chicago shippers and the railroads. Certain shippers 
in the district, however, failed to go along with compromise 
and protested the increases. The same group now, it is under- 
stood, plans to continue its fight. 

Chicago carriers, under the thirteenth section of the act, 
filed a motion with the Commission last week asking that an 
order be issued requiring the increase of rates on intrastate 
traffic in conformity with the interstate order. Attorneys Luther 
M. Walter and John S. Burchmore are preparing a reply to the 
carriers’ petition, which will be filed with the Commission early 
next week, on behalf of shippers protesting the increases. 


ST. LOUIS FREIGHT TRANSFER 


The St. Louis Shippers’ Conference and the Association of 
Team & Truck Owners of St. Louis have filed petitions with the 
Commission looking to further proceedings in No. 19954, trans- 
fer of freight within St. Louis and East St. Louis by dray and 
truck for and on behalf of railroads and I. and S. No. 2934, off- 
track and constructive receipt and delivery of freight at St. 
Louis, Mo., and at East St. Louis, Ill. The St. Louis Chamber of 
Commerce is preparing a petition for rehearing. 

The petitioners are dissatisfied with the contract between 
the railroads on the one hand and the Columbia Terminals Co. 
on the other whereby, but for a restraining order granted by 
a court at St. Louis, the terminals company, on September 1, 
would have become the agent of the assenting railroads for the 
transfer of freight in the St. Louis-East St. Louis district in the 
sorts of service indicated by the titles of the two cases. 

A restraining order was issued by the court on the applica- 
tion of the Central Transfer Co., alleging that the contract, ap- 
proved in the last report of the Commission in these cases, was 
in violation of the anti-trust law. A hearing on the question 
whether the arrangement is to be enjoined will be had shortly. 

The Shippers’ Conference argues for a further hearing so 
that the testimony of Henry Miller, president of the Terminal 
Railroad Association, may be taken and there may be a test, on 
cross examination of Mr. Miller, as to the quality of the contract 
made by Mr. Miller in behalf of the railroads. That organiza- 
tion asserts, in its petition, that in the event of a rehearing it 
can be shown that Mr. Miller handled this matter along the lines 
indicated in Commissioner Eastman’s dissent “and that he really 
did not have the approval of the railroads of his acts until after 
he had actually executed the purported contract.” 


INVESTIGATION OF PRACTICES 

In Ex Parte No. 104, practices of carriers affecting oper- 
ating revenues or expenses, part 5, private freight cars, the 
Commission has sent a questionnaire to the owners and/or 
operators of private freight cars, seeking information with 
respect thereto. Replies are to be made to the Commission not 
later than November 1. 

The Commission announced that it was its intention in this 
part of Ex Parte No. 104 to hold public hearings at convenient 
points throughout the United States and to give to the respond- 
ents, the owners of private cars, shippers making use of pri- 
vately owned equipment, and other interested parties, an oppor- 
tunity to be heard. 
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COMMISSION REPORTS 


Wrapping Paper 


No. 23050, Schorsch & Co. et al. vs. N. Y. N. H. & H. et al. 
By division 3. Dismissed. Upon reconsideration, finding in 
former report, 171 I. C. C. 204, that the rate from Brooklyn, N. 
Y., to Harlem River Terminal, New York, N. Y., on wrapping 
paper, originating in Washington and Oregon, was unreasonable, 
reversed. On further consideration the Commission found that 
the charge was less than that which would result from its de- 
cision in Eastern Class Rate Investigation, 164 I. C. C. 314, and 
came to the conclusion that the rate imposed was not unrea- 
sonable. 

Junk 


No. 21589, Northwestern Iron and Metal Co. vs. B. & O. et 
al. By division 3. Dismissed. Combination rates, junk, points 
in Nebraska, South Dakota, Colorado, Wyoming and Montana, 
sorted and graded at Lincoln, Neb., and forwarded therefrom 
to destinations in Iowa, Illinois, Indiana, Michigan, Missouri, 
Ohio, Wisconsin, Pennsylvania, New Jersey and New York, not 
unreasonable or otherwise unlawful. 


Potatoes 


No. 21607, Louisiana Farm Bureau Federation, Inc., et al. 
vs, A. T. & S. F. et al. By division 3. Rates, potatoes, points 
in Montana to destinations in Louisiana, not unreasonable. 
Rates, also on potatoes, from points in North Dakota unreason- 
able to the extent they exceeded rates upon the basis prescribed 
for application in the past in the last report in Leonard, Crosset 
& Riley vs. Aransas Harbor Terminal, 174 I. C. C. 193. Repara- 
tion awarded. 


Unfigured Veneer Box Material 


No. 23919, Unger-Kramer Co. vs. A. C. L. et al. By division 
8. Dismissed. Failure of defendants serving Peru, Ind., to 
establish transit arrangements at that point on unfigured veneer 
manufacttured into box material, not unduly prejudicial. 


Dried Turnips Without Tops 


No. 23925, J. Mooney & Co. vs. A. C. L. By division 3. 
Dismissed. Rate, dry turnips, without tops, in bags, in carloads, 
Meggetts, S. C., to Jacksonville, Fla., not unreasonable. 


Cabinets with Speakers 


No. 24314, G. C. Beckwith Co. vs. C, M. St. P. & P. By divi- 
sion 3. Charges, carload radio cabinets with built-in loud speak- 
ers, Rockford, Ill., to Minneapolis, Minn., unreasonable to the 
extent that they exceeded those based upon the second class 
rate applied to the actual weight of the shipment. Reparation 
of $27.03 awarded. 


Corn 


No. 23137, Albers Bros. Milling Co. vs, C. R. I. & P. et al. 
By division 3. Rates, corn originating at Goodland, St. Francis 
and Traer, Kan., milled at Kansas City, Mo., and forwarded to 
Oakland, Calif., but diverted to Novato and Petaluma, Calif., 
not unreasonable, but unduly prejudicial, for the future, to the 
extent they may exceed the rates contemporaneously maintained 
to Santa Rosa and other nearby points in California on the 
Southern Pacific to which rates equal to those to Santa Rosa 
apply from the same points of origin. Undue prejudice to be 
removed not later than December 9. Commissioner McManamy 
dissented, saying that, in his opinion, California coast group 
point rates should have been used in measuring rates for the 
future. 


Asphalt 


No. 23937, Standard Oil Co. of Louisiana vs. B. S. L. & W. 
et al. By division 5. Dismissed. Rate, asphalt, Baton Rouge, 
Destrehan and Norco, La., to Beaumont, Port Arthur, Houston, 
Galveston, and other destinations in south Texas grouped there- 
with, not unreasonable or otherwise unlawful. 


Lumber Transit 


I. and S. No. 3576, lumber stopped in transit to complete 
loading of cars at Hodge and Ansley, La. By division 3. Pro- 
posed cancellation of arrangements for stopping in transit car- 
load shipments of lumber and/or flooring to finish loading at 
Ansley and Hodge, La., found not justified. Suspended schedules 
are to be canceled and the proceeding discontinued. 


Rough Rice 


I. and S. No. 3594, rough rice from Arkansas to Missouri 
points. By division 3. Proposed increased rates, rough rice, 
carloads, producing points in Arkansas to St. Louis, Mo., and 
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points grouped therewith found not justified. Suspended 
schedules are to be canceled and proceedings discontinued. 


PROPOSED REPORTS 


Defective Gum Lumber 


No. 24340, Southern Traffic Service for Glanton Veneer Co, 
vs. A. C. L. et al. By Examiner L. B. Dunn. Dismissal pro- 
posed. Rate, carload, defective gum lumber, returned from Cat- 
taragus, N. Y., to Whiteville N. C., not shown to have been 
unreasonable. 


Agricultural Implements 


No. 24106, Alturas Trading Co. vs. C. M. & St. P. et al. By 
Examiner Richard Yardley. Dismissal proposed. Rate, mixed 
carload of agricultural implements and parts, farm wagons, 
knocked down, an internal combustion engine, and pumping 
jacks, set up, East Moline, Ill., to Alturas, Calif., inapplicable. 
Applicable rate not shown to have been unreasonable. 


Wheat and Rye 


No. 24082, Cargill Commission Co. vs. Great Northern, and 
three sub-numbers, Imperial Elevator Co. vs. Same, Northwest 
Grain Association vs. Same, and Same vs. Same. By Examiner 
L. H. Dishman. Dismissal proposed. Rates, wheat and rye, 
Tokio, Aneta, Warwick and Roseville, N. D., to Minneapolis, 
Minn., and Superior, Wis., not unreasonable or otherwise un- 
lawful. 

Lumber 


No. 21694, S. J. Peabody Lumber Co. vs. Pennsylvania et al. 
By Examiner L. H. Dishman. On further consideration, finding 
in original report, 169 I. C. C. 305, that the rate on lumber, 
Columbia City, Ind., to Buffalo and North Tonawanda, N. Y., and 
Union City, Pa., were inapplicable, proposed to be modified so as 
to say the rates were applicable except on five shipments to 
Buffalo, which moved over the Pennsylvania direct; that the rate 
on those shipments was inapplicable and that the applicable 
rate was 21.5 cents. Reparation proposed. 


Grapefruit 


No. 24251, Gentile Brothers Co. vs. S. A. L. By Examiner 
Edgar Snider. Dismissal proposed. Minimum carload charges, 
grapefruit, Clearwater, Fla., to New York, N. Y., and Pittsburgh, 
Pa., and Auburndale, Fla., to Indianapolis, Ind., not unreasonable. 


Cane Seed 


No. 24312, Barteldes Seed Co. et al. vs. A. T. & S. F. et al. 
By Examiner Paul R. Naefe. Dismissal proposed. Rates, cane 
seed, carloads, points in Iowa, Colorado and Kansas, to Law- 
rence, Kan., and Kansas City, Mo.-Kan., there cleaned, stored 
and/or sacked in transit and forwarded to destinations in Texas, 
not unreasonable. 
Crude Petroleum 


No. 24423, Canton Forge & Axle Co. vs. C. & O. et al. By 
Examiner Richard Yardley. Rates charged, crude petroleum 
oil, Salt Lick, Ky., to Canton, O., unreasonable to the extent they 
exceeded 31.5 and 34.5 cents, over different routes. Reparation 
of $495.35 proposed. 


Imported Dried Blood 


No. 24400, El Paso Freight Bureau et al. vs. I.-G. N. et al. 
By Examiner L. J. P. Fichthorn. Rate, carload of imported dried 
blood, Laredo, Tex., to El Paso, Tex., unreasonable to the extent 
it exceeded 47 cents, resulting in an undercharge of $100.51. 
Examiner proposed that the defendants waive collection of 
$37.03 of that undercharge. 


Davenports and Chairs 


No. 24463, Hahn Furniture Co. vs. Michigan Central et al. 
By Examiner Leland F. James. Dismissal proposed. Minimum 
weight, three mixed carloads, davenports and chairs, billed as 
settees and chairs, Vanderbilt, Mich., to East Liberty, Pa., 
applicable. 
Refined Petroleum 


No. 24239, Auto Gas & Supply Co. et al. vs. A. T. & S. F. 
et al., and four sub-numbers, Louis Costello et al. vs. same; 
Montrose Hardware Co. et al. vs. Same; Montrose Hardware 
Co. et al. vs. Same; and Cities Oil Co. et al. vs. Same. By 
Examiner P. S. Peyser. Rates, refined petroleum products, points 
in the mid-continent field to Canby, Minn., not unreasonable 
prior to June 14, 1928, but unreasonable after that date to the 
extent they exceeded or may exceed 50 cents from group 3 with 
existing differentials applied from other origin groups. Repara- 
tion and new rates proposed. Rates, refined petroleum products, 
Ponca City, Okla., to Salida, Grand Valley, Grand Junction, Delta, 
Montrose and Hotchkiss, Colo., and from Cushing, Okla., to 
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Grand Junction prior to October 16, 1930, to the extent they 
exceeded rates established on that date. Reparation proposed. 


TRUNK LINE COMMON BRICK 


Extension of the central territory description and loading 
requirements pertaining to common brick to trunk line territory 
has been recommended by Examiner Henry B. Armes in No. 
23235, description and loading requirements for common brick 
in trunk line territory. The report also embraces No. 23026, 
The Brick Manufacturers’ Association et al. vs. Atlantic City 
Railroad Co, et al., and a sub-number thereunder, Victor Cushwa 
& Sons vs. Buffalo & Susquehanna et al. Technically, he said, 
the description and loading requirement prescribed in National 
Paving Brick Manufacturers’ Association vs. A. & V., 80 I. C. C. 
179, would be reasonable for use in trunk line territory. 

In the first report in the case mentioned, 68 I. C. C. 213, 
the Commission defined common brick and said that on ship- 
ments moving not more than 150 miles 80 per cent of the rates 
prescribed for the higher grades would be reasonable. Common 
brick were also referred to as common building brick. In de- 
scribing the commodity to be accorded the lower rates the 
Commission said, among other things, that the articles intended 
to have the lower rates were those loaded into cars “at random,” 
that is, tossed or dumped into the car. 

Brick makers in central territory said that the description 
carried into the tariffs, requiring loading at random worked a 
hardship because it was more economical to tier them, without 
bracing or taking any other step to protect them from rubbing 
or chipping. The central territory carriers agreed with them, 
so the random loading part of the description was eliminated. 
In that report, trunk line territory was specifically excepted 
from the modified description, because, as Armes said in this 
report, there were no complaints from trunk line shippers. 

However, after the central territory shippers got that con- 
cession the trunk line brickmakers filed complaints with the 
Commission and the commissions of Pennsylvania and New 
York, Therefore the Commission instituted this proceeding. 
Pennsylvania and New York did likewise and a joint hearing 
was held. Trunk line brickmakers testified about the disad- 
vantage under which they labored on account of the random 
loading requirement. Trunk line railroads objected on the 
ground, among others, that a change in the rule would enable 
shippers to ship higher grades of brick at the lower rates. 
Armes said they cited many cases of apparent misbilling. He 
said that if that persisted it called for much more drastice treat- 
ment than was involved in the present issue. Armes said the 
carriers offered little evidence to show that the unprotected 
tiering qualification would be unreasonable. 


PIG IRON FROM THE SOUTH 


Adoption by the Commission of the report proposed by 
Examiner Frank C. Weems in No. 23755, Alan Wood Steel Co. 
et al. vs. Alabama Great Southern et al., and a sub-number, 
Hanna Furnace Co. et al. vs, Same (see Traffic World, Sep- 
tember 12), will mean toleration if not approval by it of the 
basis of rates on pig iron from southern furnaces to New Eng- 
land and trunk line territories that came into effect in 1929 
and 1930. That basis is so low, in the view of northern blast 
furnaces, as to give the southern furnaces an unlawful pref- 
erence in the markets adjacent to the plants of the northern 
complainants. Notwithstanding, however, Weems has recom- 
mended dismissal of the complaints. 

Weems’ conclusions are that the rates on pig iron, from 
Birmingham, Ala., and related producing points in the south 
to Gulf, south Atlantic and Norfolk, Va., ports, for coastwise 
movement beyond, are not unreasonably low or unduly preju- 
dicial; that the Commission is without authority to prescribe 
minimum rates from the southern furnaces named in the com- 
plaints, moving under joint rates over rail-and-water or rail- 
water-rail routes via Norfolk or south Atlantic or Gulf ports to 
north Atlantic ports, or beyond to inland destinations, except 
on traffic moving over the Central of Georgia and the Ocean 
Steamship Company of Savannah, Ga., beyond; that the pre- 
scription of joint rail-and-water rates or joint rail-water-rail 
rates from Birmingham and other southern points to north 
Atlantic ports or to inland destinations in the north via the 
Ocean Steamship Company, is not warranted; that the joint 
rail-and-water rates and joint rail-water-rail rates from the 
south to destinations in trunk line and New England territories 
are not unduly prejudicial; and that the rates assailed are not 
of such measure as to warrant the Commission to exercise the 
powers conferred upon it by section 15a of the interstate com- 
merce act. 

In their complaints the northern furnaces alleged that the 
rates on pig iron from the southern furnaces to the southern 
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ports, the joint rail-and-water rates via the southern ports to 
north Atlantic ports and the joint rail-water-rail rates via south- 
ern and northern ports to markets in the northern territories 
hereinbefore mentioned, were unreasonably low in violation of 
the first section, unduly prejudicial to them, unduly preferential 
of their southern competitors and in contravention of sections 
15 and 15a. They asked the Commission to prescribe as minima 
higher rates, namely, the rates in effect prior to the rates they 
were attacking. They asked for the restoration of the rates 
that were in effect prior to the summer and fall of 1929. The 
latter were then established, against the protests of northern 
carriers and furnaces, for limited periods and have since been 
maintained by extensions from time to time of the expiration 
dates in the tariffs. 

Although the northern railroads were named as defendants 
they appeared at the hearings, Weems said, in support of the 
contentions of the northern furnaces. The steamship lines 
were not represented. Southern railroads and furnaces de- 
fended the rates. No complaint was made, Weems said, about 
the rates from northern furnaces to northern markets. They 
were attacked indirectly, the examiner said, only in so far as 
there were allegations of undue prejudice under the third sec- 
tion in the comparisons between rates from the northern and 
southern furnaces to the same destinations. The northern 
furnaces said they were not asking for rates that would bar 
southern pig iron from northern seaboard markets but only 
such rates as would permit fair competition in those markets. 

Northern railroads viewed the rates, said Weems, as op- 
posed to the true policy of interterritorial rate making, making 
northern producers unable to market their output in northern 
markets. The effect, they contended, was to threaten the ton- 
nage and rates of the northern carriers. The southern rail- 
roads, Weems said, took the position that as they had their 
rails to the southern ports they were not participating carriers 
in rates on pig iron from the complaining furnaces to northern 
markets and could not therefore be charged with discrimination. 
They said that even if the northern carriers withdrew from the 
joint rates there would be no change in the situation because 
the joint rates merely reflected the combinations which would 
remain in force if the joint rates were broken. 

Southern railroads, Weems said, conceded that the rates 
were less than reasonable maxima. However, they asserted 
that they were not less than minimum reasonable rates and 
were established to regain traffic lost a few years ago. They 
said that they had developed a substantial tonnage and that 
the added traffic yielded revenue above the out-of-pocket cost 
and that that revenue would be lost if the rates were increased. 

Complainants pointed out, Weems said, that the assailed 
rates were only from 25 to 30 per cent over those of 1915. As 
stated by Weems the rates in effect prior to the reductions in 
1929 reflected practically a 50 per cent increase since 1915. 
Complainants, he said, compared that increase with the aver- 
age increases, since 1915, from Swedeland, Pa., to typical north- 
ern destinations of 87.2 per cent to destinations in New Eng- 
land and 86.7 to other destinations in the north. The Alabama 
Iron & Steel Shippers’ Conference, an intervener in behalf of 
the southern interests, Weems said, contended that the south- 
ern pig iron had displaced imported pig iron in the northern 
markets, not pig iron from northern furnaces. 

In dealing with the rates of water carriers Weems pointed 
out that the Commission had no jurisdiction, under section 15, to 
prescribe minimum rates over through routes where one of the 
carriers was a carrier by water. The Ocean Steamship Co. of 
Savannah, he said, was not within that limitation because of 
its ownership and control by the Central of Georgia. 

Weems said that no shipper at any of the southern ports 
had complained about the rates on pig iron to the posts appli- 
cable when the traffic was intended for coastwise movement 
beyond, on account of their being lower than the local rates to 
those ports. He said that undue prejudice could not be said to 
lie in any of the three groups of rates assailed. He also ob- 
served that many of the rates from complainants’ furnaces to 
many of the destinations shown in the record were intrastate 
rates over which the Commission had no jurisdiction. 

In normal times, Weems said, about 1,000,000 tons of pig 
iron were used in a year in the northern destination markets, 
but that at present and since the establishment of the assailed 
rates the consumption had been cut to about 800,000 tons. That 
consumption, he said, was compared with the 200,000 tons 
shipped from southern furnaces, 

The record, Weems said, left no doubt that the pig iron 
shipped from the south was added traffic for the southern car- 
riers. It moved, he said, in only negligible quantities prior 
to the establishment of the rates assailed. 

On brief, the examiner said, the complainants in the title 
case accepted, without prejudice, the contention of the 
southern lines that the reduced rates covered actual out-of- 
pocket costs additionally incurred in the handling of the traffic 
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over their lines and that the rates were not violative of the 
third section. Nevertheless, he said, they asserted that the 
assailed rates were unlawful under section 15a and were de- 
structive of the broad plan of the transportation system of the 
country, with the protection of which the Commission was 
charged as a continuing duty. They cited a number of cases 
in which the Commission used its power to prevent changes in 
rates threatening the rate structure. But Weems said there 
was no proof that the maintenance of the assailed rates threat- 
ened a rate war or would cause reductions in rates by the 
northern carriers. Testimony on behalf of northern carriers 
that the assailed rates created the danger of reduction in rates 
by northern railroads, Weems said, was hardly a definite an- 
nouncement of a policy to reduce the rates on pig iron from the 
northern furnaces. Moreover, he said, that was no proof that 
any definite or fixed relationship existed between the rates on 
pig iron frony the south to the various southern ports, on the 
one hand, and rates on pig iron from the northern furnaces to 
northern markets, on the other, which would necessarily require 
a reduction jn the rates in the north because of the reduction 
in rates from the south. There was testimony, he said, on 
behalf of the northern defendants that reduced rates from north- 
ern furnaces had from time to time been requested. 

Contentions about threats to the rate structure brought 
forward in the lake cargo coal rate case which eventuated in 
Anchor Coal Co. vs. United States, 25 Fed. (2d) 462, and argu- 
ments made in other cases where there were conflicts among 
rival points of production were discussed by Weems. He said 
that one circumstance distinguishing the various cases cited 
from the instant proceedings was that in the other cases traffic 
was already moving under the rates sought to be reduced, while 
in this case the movement under the rates that were reduced 
was negligible. 

In discussing the duty of the Commission under section 15a 
Weems pointed out that the Commission was under no less an 
obligation to protect the revenues of the southern carriers than 
those of the northern. Depression in the pig iron industry and 
in industries using pig iron, he said, appeared to be no less 
severe in the south than in the north. 


DOTSERO CUT-OFF CASES 


The Commission, in a supplemental report in Finance No. 
4555, proposed construction by Denver & Salt Lake Western, 
has authorized that company to construct the so-called Dotsero 
cut-off, in Colorado, because it has complied with the condition 
laid down in the prior report, 154 I. C. C. 51, namely, that the 
Denver & Rio Grande Western be permitted to operate over 
the cut-off and over the Denver & Salt Lake between Orestod 
and Utah Junction, Colo., on fair and reasonable terms, the 
Denver & Salt Lake, known as the Moffat line, being the parent 
company of the applicant. 


In Finance No. 8070, Denver & Salt Lake Railway Co. con- 
trol, the Commission, also in a supplemental report, has author- 
ized the Denver & Rio Grande Western to acquire control of 
the Moffat line by purchase of the capital stock. In this case, 
as in the other, the Commission laid down conditions to be 
complied with precedent to the issuance of its certificate of 
convenience and necessity. In this case the conditions laid 
down in the prior report, 170 I. C. C. 4, were that the Denver 
& Rio Grande Western would buy for cash, at not exceeding 
$155 a share, any shares of stock and/or voting trust certificates 
of the Moffat line that might be offered for that purpose within 
six months of the date of the order; that it, through the Moffat, 
should establish such through routes in connection with any 
western connection hereafter constructed under the Commis- 
sion’s authority as the Commission might find in a subsequent 
proceeding to be reasonable and in the public interest; and 
that it, through the Moffat, should commence the construction 
of the cut-off within six months from the date of any order 
authorizing the proposed acquisition of control and should com- 
plete the construction within two years after its beginning. 


In this supplemental report the Commission said that the 
Rio Grande’s proposal to operate over the cut-off conformed 
to its finding of convenience and necessity announced in its 
original report. The Commission said it assumed that an ap- 
propriate application would be filed to cover such operation 
and the proposed operation over the Moffat line. It said that 
authority under section 20a would ‘be necessary for the issuance 
of securities by the Denver & Salt Lake Western, the corpora- 
tion that is authorized to do the constructing. 

The Denver & Rio Grande Western filed its formal accept- 
ance of the three conditions prescribed by the Commission on 
December 2, 1930, the acceptance being dated July 17, 1931. 

The cut-off is to be constructed between Orestod on the 
Moffat road and Dotsero on the Denver & Rio Grande Western, 
a distance of 41.3 miles. The Commission, in this report, said 
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the two cases became connected because of the situation pre 
sented by the cut-off and its proposed operation by the Rio 
Grande. Negotiations and proceedings before the Commission 
have been going on for more than two years, the object being 
to prevent competition in building. 


MILWAUKEE ABANDONMENT 

Examiner M. S. Jameson, in Finance No. 8652, Chicago, Mil- 
waukee, St, Paul & Pacific Railroad Co. abandonment, has rec- 
ommended that the Commission permit the applicant to abandon 
about 16.9 miles of its Wisconsin Valley division between 
Welasco and Boulder Junction, Wis., the chief business of which 
has been the serving of recreational resorts since the cutting 
out of the timber for the removal of which it was built in 1903, 
Jameson said the record showed that the continued operation 
of the branch, on which a mixed train is now operated twice 
a week, would place a burden upon the applicant, which, while 
not of great weight per se, the system should not be required 
to bear. In an economic sense, he said, the line performed but 
a slight function and that there should not be great difficulty in 
meeting all the transportation needs of the local territory by 
the use of motor vehicles. 


HUTCHINSON, KAN., CONSTRUCTION 


In a proposed report in Finance No. 8692, Arkansas Valley 
Interurban Railway Co. construction, and Finance No. 8715, 
Hutchinson & Northern Railway Co. construction, Examiner M. 
S. Jameson proposes a settlement of disagreement between the 
two applicants as to how the two electric roads, applicants in 
these cases, shall serve Hutchinson, Kan., and its increasing 
traffic. The Arkansas Valley first asked for permission to ex- 
tend its line about two miles in Hutchinson. Later the Hutchin- 
son & Northern asked for permission to make an extension more 
than three miles long. 

It is Jameson’s recommendation that the application of the 
Arkansas Valley be denied and that the application of the 
Hutchinson & Northern be granted upon conditions that will 
permit the Arkansas Valley to obtain the benefits of the new 
construction. Hutchinson interests divided on the subject, the 
chamber of commerce backing the application of the Hutchinson 
& Northern and the other interveners supporting the Arkansas 
Valley. Jameson said the issuance of a certificate to the Hutch- 
inson & Northern should be deferred until there had been filed 
with the Commission a joint agreement, subject to its approval, 
providing for the operation by the Arkansas Valley over the 
proposed extension by the other carrier, the furnishing of 
adequate facilities, the interchange of freight and the settle- 
ment of all relevant matters affecting the arrangement recom- 
mended in the report. He said it should be understood that the 
two carriers would make appropriate applications to the Com- 
mission for certificates permitting them to do the things pro- 
posed in the report, including the abandonment of some 
trackage. 


PERE MARQUETTE PROTEST 


The Pere Marquette, in Finance No. 3886, excess income of 
that company, has filed a customary protest against the tenta- 
tive recapture of excess earnings report and order of the Com- 
mission, served on August 7. It has filed a motion to vacate 
that report and order and to dismiss this proceeding, the carrier 
making the allegations as to the invalidty of the action taken 
by the Commission that have been made in many other cases. 
The Commission gave the carrier’s property a tentative re- 
capture value as of December 31, 1925, of $111,500,000. The 
protesting carrier contended that the lawful value of its property 
was $295,000,000. The Commission’s value as of December 31, 
1920, was $95,500,000, whereas the value claimed by the carrier 
was $274,000,000. 

The carrier asked that, in the event the Commission de- 
clined to withdraw its tentative report, it grant a conference 
between the engineers, land appraisers and accountants of the 
carrier and engineers, land appraisers and accounts of the 
Commission on the controverted questions of fact involved in 
this proceeding so as to reduce the matters in issue and thereby 
save time and expense. 





COMMISSION ORDERS 


. Finance No. 7349, Genesee & Wyoming bonds. The Commission's 
fourth supplemental order entered herein on October 7, 1930, as modi- 
fied by fifth supplemental order entered herein on March 19, 1931, 
further modified so as to permit the Genesee and Wyoming Railroad 
Company to renew for six months from October 1, 1931, with interest 
at the rate of 5 per cent per annum, payable monthly, its prom- 
issory note for $300,000, and to repledge as collateral security therefor 
$400,000 of its 5 per cent first mortgage gold bonds dated April 1, 1929. 

No. 15445, McCormick Warehouse Co. vs. Pennsylvania. Proceed- 
ing is reopened for further hearing to determine whether order of 
November 22, 1928, should be modified with respect to allowances 
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to Terminal Warehouse Company of Baltimore for loading or unload- 
ing waterborne freight at Baltimore. ‘ 

No. 24641, Union Asphalt Co, vs. C. R, I. & P. et al. American 
Tar Products Co. and Koppers Products Co. permitted to intervene. 

No. 24586, Terre Haute Paper Co. et al. vs. A. A. et al. Alton 
Boxboard & Paper Co. permitted to intervene. ; 

No| 24687, L. D. Wingfield and James L. Hatcher, trading as 
L. D. Wingfield-Hatcher Coal Co. vs. C. & O. et al.; Anderson- 
English Coal Co., Inc.; E. P. Murphy & Son, Inc.; Ellison & Hawes, 
Inc.; Gill Fuel Co., Inc.; C. P. Lathrop & Co., Inc.; Massey, Wood 
& West, Inc.; W. E. Seaton & Sons, Inc.; Syndor, Howey & Co., 
Inc.; C. P. Hilliard; Chewning & Sherman; D. W. Mallory & Co.; 
E. D. Cottrell (S. H. Cottrell & Son); A. M. Hungerford (Hungerford 
Coal Co.); Emmett Seaton (Emmitt Seaton Coal Co.); E. J. Gilman 
(Tyler & Ryan); J. G. Dickerson (Walke & Dickerson) permitted 
to intervene. 

Finance No. 8842, Joint application of T. & N. O. and M. L. & T. 
R. R. & S. S. Co. Intervening petition of Standard Oil Co. of 
Louisiana dismissed. 

Finance No. 8256, Oregon-Washington R. & Nav. Co. abandon- 
ment. The first ordering paragraph of certificate of public con- 
venience and necessity issued herein on August 21, 1931, is amended 
to read as follows: ‘It is ordered, that, if within 30 days from the 
date hereof, the said carriers shall file with this Commission written 
notice of the acceptance by them of the foregoing condition, this 
certificate shall take effect and be in force, as to abandonment of 
operation of said part of line, from and after 45 days from the date 
hereof, and shall take effect and be in force as to complete abandon- 
ment of said line from and after three years from the date hereof. 
Tariffs may be canceled upon notice to this Commission and to the 
general public by not less than 10 days’ filing and posting in the 
manner prescribed in section 6 of the interstate commerce act.’ 

Finance No. 8909, application of P. M. for authority to acquire 
control of Manistee & Northeastern by stock purchase and lease. 
Manistee Board of Commerce, of Manistee, Mich., permitted to inter- 
vene. 

No. 24369, Southern Wyoming Coal Operators’ Association vs. U. 
P. et al. Complaint dismissed upon complainant’s request. 

No. 24437, Milligan & Higgins Glue Co. vs. B. & M. et al. East- 
ern Tanners Glue Co., Inc., permitted to intervene. 

No. 17000, part 9, livestock, western district rates, rate structure 
investigation. Requirements of order of June 8, 1931, shall not be 
applied on narrow-gauge lines of railroad. 

No. 20409, International Paper Co. et al. vs. B. & O. et al., No. 
20734, New Jersey Coated Paper Co. et al. vs. Pennsylvania et al., 
and No. 17840, Ceramic Traffic Association vs. Pennsylvania et al. 
Order modified to become effective December 3, in lieu of October 10. 


No. 24394, Olive Hill Limestone Co. vs. B. & O. et al. Marble 
Cliffs Quarries Co. permitted to intervent. 

No. 23093, Sub. 22, A. F. Frost et al. vs. A. T. & S. F. et al. 
Shell Petroleum Corporation permitted to intervene. 


No. 24608, Sewerage Commission of City of Milwaukee et al. vs. 





A. & R. et al. Swift & Co. permitted to intervene. 
No. 24493, Hardwood Export Co. et al. vs. A. & L. M. et al. 
Gulfport Chamber of Commerce permitted to intervent. 
FINANCE APPLICATIONS 
Finance No. 8958. Western Pacific Railroad Co. asks authority 


to issue $645,000 of additional first mortgage 5 per cent bonds and 
to sell them at competitive bidding at not less than 97.5 per cent 
of face amount and accrued interest. 

Finance No. 8959. Application of the St. Louis & Hannibal Rail- 
road Co. for permission to abandon that part of its line extending 
from Bowling Green to Gilmore, Mo., a distance of 52.6 miles. The 
petitioner asserts that motor vehicles operating on the improved 
highways in its territory have deprived it of a large share of its 
business and that there is no prospect of a volume of business suf- 
ficient to sustain the road. 

Finance No. 8960. Southern Railway Co. to abandon its Moscow- 
Somerville branch from Moscow to Somerville, Tenn., 13.14 miles 
long on account of the diversion of its traffic to the highways. The 
applicant asserts that there is no reasonable probability of the traffic 
of the branch line returning. 

Finance No. 8961. Chicago, Rock Island & Pacific Railway Co. 
asks authority to operate, under trackage rights, over the line of the 
Davenport, Rock Island & Northwestern between Shaffton and Chancy, 
Ia., a distance of 7.83 miles; also to abandon its own track between 
those points, 7.95 miles long. The applicant also desires authority 
to build a connection a few hundred feet long. 

Finance No. 8962. Pigeon River Railway Co. asks authority to 
abandon its line and dissolve the corporation. Its line extends from 
West Canton to Sunburst, N. C., a distance of 11.87 miles. The road 
was built to serve a timber operation which has come to an end, 
leaving the railroad without adequate business to warrant its con- 
tinued operation. 


PETITIONS FOR REHEARING, ETC. 


No. 15879, Eastern Class Rate Investigation. I. C., C. B. & Q, 
N. C. & St. LL and L. & N. ask modification of order, in so far 
as it relates to rates applicable between Paducah and Henderson, 
Ky., on the one hand, and points in Illinois classification and central 
freight association territory, on the other. 

No. 16327, Texas Portland Cement Co. vs. A. W. et al. Defendants 
ask reconsideration of their petition of November 12, 1930, to modify 
order of June 30, 1926. 

No. 16939, Railroad Commissioners of state of Florida vs. A. & 
R. et al. Growers & Shippers of Florida, intervener, ask vacation 
of Commission’s order of July 28, 1931, in so far as it affects celery 
and for reopening and rehearing of proceeding for purpose of afford- 
ing intervener an opportunity to submit new and additional evidence 
respecting economic conditions attending the production of celery in 
Florida, and with respect to the reasonableness of rates on that 
commodity alone. 

No. 17517, rates on chert, clay, sand and gravel within state of 
Georgia. Georgia State Highway Commission, Fulton county, Ga., 
City of Atlanta, Atlanta Freight Bureau and Georgia Sand & Gravel 

No. 23532, Batchelder-Whittemore Corporation vs. N. Y¥. N. H. 
& H. et al. Complainant asks reopening and rehearing by entire 
Commission on record as made. 

No. 22447, Wood Distillers Corporation et al. vs. N. Y. O. & W. 
et al. Complainants ask reconsideration and reopening of record for 
further hearing. 

No. 23777, American Steel Dredge Co. vs. Wabash et al. Wabash 
asks rehearing or modification of Commission’s order dated July $31, 
1931, and moves to have Cincinnati Northern made a party. 
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No. 23658, Sub. 2, Midwest Refining Co. et al. vs. B. A. & P. et al. 
Montana Western asks modification of report and order dated July 
13, 1931, to end that defendant may be exempted from operation of 
said report and order. 

Finance No. 5161, Construction of Line by Guyandot & Tug River. 
Applicant asks extension of time for completion of its line of rail- 
road between Gilbert and Wharncliffe, W. Va., until July 1, 1933. 

No, 23248, Sonken-Galamba Corporation vs. C. R. I. & P. et al. 
Complainant asks reconsideration of report and findings of division 3. 

No. 17857, Gadsden County Truck Growers’ Association vs. A. & 
R. et al. Defendants ask postponement of effective date of order. 

No. 22683, F. S. Royster Guano Co., Inc., vs. A. & R. et al. Com- 
plainant asks rehearing for purpose of submitting additional evidence 
as to damage and proof of damage under section 3 of the interstate 
commerce act. 

No. 23074, Atlantic Terra’Cotta Co. et al. vs. A. C. & Y. et al. 
Complainants and interveners ask restoration of original order of 
Commission setting October 1, 1931, as mandatory date for removal 
of undue prejudice. 

No. 19610, switching rates in Chicago switching district. Rail- 
roads, parties to above proceedings, ask Commission to make ap- 
propriate findings and issue orders authorizing, requiring, and di- 
recting railroads to establish rates on intrastate traffic in Illinois and 
Indiana, moving between points within Chicago switching district 
as described in appendix A to report herein, said rates to be same 
as, and effective concurrently with, interstate rates covered by order 
in above docket. 

Neo. 17000, part 9, in matter of rates on live stock, carload, intra- 
state within state of South Carolina. Common carrier railroads, 
operating in state of South Carolina, ask for an order respecting 
intrastate rates on horses and mules in state of South Carolina. 

No. 17000, Part 2, rate structure investigation, Western Trunk 
Line class rates. I. C., C. B. & Q. and L. & N. ask modification 
of order in so far as it relates to rates applicable between Paducah 
and Henderson, Ky., on the one hand, and points in Western Trunk 
Line territory on the other. 

No. 22771, Sub. 1, Falling Spring Lime Co. vs. Pennsylvania. 
Eastern trunk lines ask consideration by entire Commission of report 
rendered by division 5. 

No. 19994, George M. Brooks et al. vs. I. C. et al. I. C., LL & N., 
M. & O., N. C. & St. L., and Y. & M. V. ask reopening and/or modi- 
fication of order entered on July 26, 1928. 


_No. 21341, State Docks Commission et al. vs. L. & N. et al. Com- 
plainants ask reopening for introduction of additional evidence. 


1. & S. 3540, allowances for drayage and barge service on cotton 
and cotton linters at Beaumont, Galveston, Houston, Texas City and 
Corpus Christi, Tex. Beaumont Chamber of Commerce asks reopen- 
ing for reconsideration by full Commission upon record made and 
to amend certain portions of report and order entered. 


UNCONTESTED FINANCE CASES 


Report and certificate in F. D. No. 8629, authorizing the Groveton, 
Lufkin & Northern Railway Company to abandon, as to interstate 
and foreign commerce, (a) operation of its line of railroad in Trinity 
county, Tex., and (b) operation, under trackage rights, over a line 
of railroad in Trinity and Angelina counties, Tex., approved. 

Supplemental report_and order in F. D. No. 4275, authorizing 
the acquisition by the Panhandle & Santa Fe Railway Company of 
control, by modified lease, of part of the railroad of the Pecos & 
Northern Texas Railway Company, previous report 90 I. C. C. 789, 
approved. 

Report and certificate in F. D. No. 8916, authorizing the Rio 
Grande Eastern Railway Corporation to abandon, as to interstate 
and foreign commerce, its entire line of railroad in Sandoval county, 
N. M., approved. 

Supplemental report and order in F. D. No. 6041, authorizing the 
acquisition by the Panhandle & Santa Fe Railway Co. of control, by 
modified lease, of the railroad of the Pecos River Railroad Co., pre- 
vious report 124 I. C. C. 204, approved. 

Supplemental report and order in F. D. No. 5226, authorizing the 
acquisition by the Panhandle & Santa Fe Railway Company of 
control by modified lease of the railroad of the South Plains & Santa 
Fe Railway Company, previous report 105 I. C. C. 507, approved. 





GRAPE CAR PLAN 


Official notice that the California grape car plan will again 
be put into operation this fall, effective September 15 to Octcber 
23, or until such date as movement of the entire crop necessi- 
tates, has been announced by George A. Leithner, district man- 
ager, American Railway Association, San Francisco. 

The transportation problem confronting the railroad in regard 
to California’s grape industry is that of moving a large volume 
of tonnage of this product to markets throughout the United 
States in a few weeks, it was pointed out. In the peak of the 
movement in the past, as many as 2,000 cars of grapes a day 
were shipped, in addition to many carloads of other perishables 
requiring refrigerator cars. The grape car plan, which through 
its operation, gives advance notice to the railroads as to the 
number of cars required in the various districts, was organized 
as a means of accomplishing this task without a car shortage 
and the consequent hardships on the growers and shippers. 

In notifying shippers of the operation of the plan this year, 
Mr. Leithner said: “Carriers are entirely dependent on the 
shippers for the filing of their advance requirements and also 
for accurately estimating their requirements for any one period. 
Over-estimating or under-estimating the individual shipper’s car 
needs in any one district is a serious impediment to proper 
distribution and adequate car supply.” 





CHANGE IN DOCKET 
Hearing in No. 24612, R. W. Burch, Inc., et al. vs. A. C. L. 
R. R. et al. assigned for September 17, at Washington, D. C., 
before Examiner Macomber, was canceled and reassigned for 
October 6, at Washington, D. C., before Examiner Macomber. 
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INCREASED RATE CASE 
The Traffic World Washington Bureau 


A surcharge on all except the smallest freight bills, a pool- 
ing of the revenue resulting therefrom and its distribution 
among the railroads in accordance With their needs has been 
suggested in its brief by the West Virginia Live Stock Grow- 
ers and Shippers in Ex Parte 103, the application of the rail- 
roads for a 15 per cent increase in freight rates, The proposal 
is that this surcharge shall be an emergency measure and shall 
not become a part of the freight rate structure of the country. 

The method proposed, by T. D. Geoghegan for the interests 
mentioned, is based upon the assumption that the opposition 
of the West Virginians to any increase in freight rates will not 
prevail and that therefore it is necessary to suggest a substitute 
for the proposal of the carriers. 

The carriers throughout their presentation, said Mr. Geo- 
ghegan, had used the word emergency, indicating their belief 
that the present conditions were temporary in character and 
that they were seeking to tide themselves over this temporary 
situation. Therefore, he said, if any relief were given, it should 
be in the nature of an emergency surcharge having a definite 
expiration date, as, for instance, December 31, 1932, provided 
for in a separate uniform publication. The West Virginians, 
he said, were opposed to the increase and that that was espe- 
cially true with respect to rates or the so-called Pocahontas 
lines, whose prosperity, they said, had been notorious. The 
West Virginians said they recognized that their opposition 
views could not control in a country-wide proceeding, hence their 
alternative suggestion. To allow the suggested surcharge to 
enter into the permanent rate structure, they said, would en- 
tirely disrupt the reasonable maximum rate bases prescribed 
by the Commission after long and tedious hearings at great 
expense to the public and to the carriers. 

“It is common knowledge,” said the brief of the West Vir- 
ginians, “that these carriers intend to cut certain rates as soon 
as the increase takes effect. This will throw wide open the 
doors to endless discrimination and preference. The big ship- 
per or the big receiver with tremendous tonnages at his com- 
mand can and will under existing conditions force concessions 
from the increased rates, where the small shipper or receiver 
cannot. A shipper of one commodity in one territory may be 
able to force the elimination of the increased tax from his 
traffic, while a shipper of the same commodity in another ter- 
ritory, or on another railroad, may not be strong enough to do 
this. 

Whether the surcharge should apply in percentage amounts, 
by fixed amounts a car, or by fixed amounts a hundred pounds 
or a ton, Mr. Geoghegan said, could best be determined by the 
Commission after all of the evidence was in. Each of these 
three plans, he said, had its weaknesses. After weighing the 
three plans he said that it would appear that the percentage 
surcharge applicable to the total charges rather than to the rate 
itself, would be preferable to any other plan. 

He said that the Commission probably would except certain 
commodities from any increases, particularly agricultural com- 
modities and fertilizer materials, Any commodity exceptions, 
he said, should be uniform throughout the country. He said 
the Commission might also find that certain rates of certain 
carriers, such as the local coal rates of the Pocahontas lines, 
should be exempted from any increase. Mr. Geoghegan’s sug- 
gestion was that freight bills, less than $5, should be exempted 
from the surcharge, which he suggested should be separately 
shown on freight bills. 

“The total revenue derived from the emergency surcharge,” 
said the brief, “should be pooled by all carriers operating under 
such emergency surcharge tariff. All lines parties to such tariff 
should be required to furnish the Commission with an agree- 
ment in writing agreeing to the pooling of such surcharge reve- 
nue under paragraph 1 of section 5 of the interstate commerce 
act. This proceeding is a result of the application of all the 
carriers of the United States to the Commission based upon the 
temporary emergency conditions which confront them. It is 
supported primarily by the argument that the carriers’ credit 
is impaired and in the public interest should be restored.” 

In the light of the representations of the carriers, said Mr. 
Geoghegan, there could be no objection to this plan on the part 
of the carriers not making their fixed charges, or one and one- 
half times their fixed charges. 
from three to six times their fixed charges, he said, there could 
be no sound objection to turning over the entire amount of the 
surcharge to their less fortunate connections, since such pros- 
perous carriers, standing alone, would have no claim to any 
increase under present conditions. The financial institutions 
which had been more active than any other group in the forward- 
ing in this case, said Mr. Geoghegan, could not object to such 
procedure. They were not concerned, he said, with the credit 
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situation of prosperous lines, but with the credit situation and 
the ratio of net income to fixed charges of important but now 
less prosperous lines. 

In conclusion, the brief said that if the applicant carriers 
would agree to the pooling that fact should not be considered 
a precedent, and should not be used against them either by 
the Commission or by the public in any future litigation that 
might come before either the Commission or the courts. 


Passenger Data 


The Commission, in answer to the request made at the 
closing session of the hearings in Ex Parte 103 at Chicago for 
information regarding passenger operations of the railways, has 
made public data prepared by its bureau of statistics and some 
correspondence between Commissioner Mahaffie and J. W. Hig- 
gins, the latter speaking for the Western Association of Railway 
Executives, transmitting data on that subject. 

In the first of two letters, Mr, Wiggins transmits figures 
showing actual passenger train mileage made by steam trains, 
and motor passenger train mileage made by western roads in 
1929 and 1930 and the estimated mileage in 1931. With regard 
to that statement the letter said: 


The statement shows a reduction 1931 against 1929 of 41,325,269 
or 17.75 per cent in steam train miles. During the corresponding 
period an increase of 5,915,335, or 31.92 per cent in motor train miles, 
which in the interest of economy have been substituted for steam 
train miles. The net reduction is 35,409,934 passenger train miles 
or 14.09 per cent. 


The second letter gives like information and estimates about 
passenger mileage between Chicago and St. Louis, Kansas City, 
Omaha and the Twin Cities. With regard to that statement 
the letter said: 


The statement shows a total reduction 1931 against 1929 of 334,- 
977 miles or 9.66 per cent between Chicago and St Louis; 674,352 miles 
or 13.10 per cent between Chicago and Kansas City; 718,963 miles 
or 8.41 per cent between Chicago and Omaha; 1,264,046 miles or 16.82 
per cent between Chicago and the Twin Cities, making a combined 
total reduction of 2,992,338 or 12.12 per cent between the four points. 
For trains run primarily for passengers the combined total reduction 
is 2,801,179 miles or 13.27 per cent. 


The data furnished by the bureau of statistics consisted of 
its passenger service statistics, 1924-1929 statement No. 30169, 
issued in December, 1930, and a supplement thereto covering 
passenger service statistics for the calendar year, 1930, and 
passenger service statistics for the first six months of 1931. 
The figures for each of the periods, other than first six months 
of 1931, were taken from the annual reports of the carriers. 
The figures for the first six months of 1931 were taken from the 
monthly reports. All the figures pertain to Class I roads. 

One of the interesting tables is that bringing into contrast 
the figures pertaining to passenger business in the last six 
months of 1930 and the first six months of 1931. It shows that 
the passenger train-miles fell from 276,194,000 in the last six 
months of 1930 to 249,194,000 in the first six months of this 
year; that the total passengers carried fell from 365,459,000 in 
the last six months of 1930 to 311,409,000 in the first six months 
of this year; that the passenger miles fell from 13,572,269,000 
in the last half of 1930 to 11,155,507,000 in the first half of 1934; 
that the miles per passenger fell from 37.14 to 35.82; that the 
passenger revenue fell from $342,728,000 to $258,451,000; that 
the average number of passengers in a car fell from 11.31 to 
10.50 and that the passenger revenue a passenger-mile fell from 
2.802 cents to 2.616 cents. 

Figures for 1929 and 1930 brought into contrast show a 
reduction in total passenger train-miles from 565,032,000 in 1929 
to 542,818,000 in 1930; a reduction in passenger train car-miles 
from 3,857,133,000 in 1929 to 3,680,136,000 in 1930; in passenger- 
miles from 31,078,008,000 in 1929 to 26,822,517,000 in 1930; a 
reduction in passenger revenue by the passenger-mile from 2.808 
cents in 1929 to 2.753 cents in 1930, and a reduction in passenger 
service train revenue from $1,193,618,000 to $1,005,236,000 in 
1930, back mail pay being excluded from the revenue of 1929 
so as to make the figures for 1929 and 1930 comparable, 


Chandler Plan Supported 


Addition of an arbitrary amount rather than a 15 per cent 
increase in rates is advocated in a brief filed by the Merchants’ 
Association of New York, the Boston Chamber of Commerce 
and the New England Traffic League. The brief is in support 
of the plan, along that line, submitted at the Portland, Me., 
hearing by W. H. Chandler, as a way to avoid the breaking of 
relationships resulting from percentage increases in rates. The 
plan was suggested not only to prevent the breaking of relation- 
ships between producing points but for the preservation of 
relationships between the north Atlantic ports, on the one hand, 
and the south Atlantic and Gulf ports, on the other. The brief 
submitted that arbitraries added to all rates would accomplish 
the desired result—increase in revenue—without disturbing 
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conditions under which business was generally conducted and 
was the most practical method of giving the carriers any in- 
creased revenue to which the Commission might find them 
entitled. 

Mr. Chandler pointed out in his testimony and in the brief 
that if $300,000,000 of revenue was to be added an imposition 
of 30 cents a ton to the volume of 1930 revenue tonnage would 
bring in that sum and if $400,000,000 was to be collected, the 
addition of 40 cents a ton would accomplish the result, the 1930 
volume of traffic having been a little more than a billion tons. 

Switching charges and some accessorial charges, Mr. Chan- 
dler said, would have to be made exceptions to this method. 
They, he said, could be given different treatment, even a per- 
centage increase treatment, without doing violence to the rate 
structure generally, 

It ig not sound economic or business policy in the face of 
rapid and substantial declines in commodity prices to authorize 
an increase in freight transportation charges, alleges the Youngs- 
town Chamber of Commerce in its brief opposing an increase in 
freight rates. 

“Any recovery from the present depression,” says that brief, 
“would be immeasurably delayed by such additional burden. The 
beneficial results of the Commission’s decision in the Reduced 
Rates, 1922, case, cannot be measured; thdt such report stimu- 
lated and aided recovery, however, unquestionably is true. A 
reduction in rates at this time, instead of an increase, might 
have a similar stimulating and helpful effect on the recovery 
of business. We submit, therefore, that the conclusions reached 
by this Commission in the case of Reduced Rates, 1922, are even 
more applicable to the present situation. We reiterate our be- 
lief that the Commission can perform a profound public service 
by complete denial of the carriers’ request in this prcoeeding.” 

Sound economics, public policy and valid law, according to 
the Utah Copper Company and Nevada Consolidated Copper 
Company, all dictate the exemption of copper bullion from Utah 
and Nevada from any general advance in freight rates. 

In behalf of approximately 350 companies concerned with 
class rates in official territory on about 110 commodities, Charles 
E. Cotterill, said that his memorandum brief did not purport 
to contain a full and complete discussion of the important 
questions which the application of the railroads raised. Enough 
was made to appear, however, he said, to cast most serious doubt 
upon the propriety and feasibility of attempting to compound 
advances in northern class rates by sanctioning increases greater 
than those already provided in No, 15879, the eastern class rate 
investigation. 

In support of the application of the railroads for a 15 per 
cent increase the brief of the short line railroads declares that 
the railroads, through their management, have brought into this 
hearing a record of facts that disclose a situation of national 
peril. Those responsible for the management, the brief con- 
tinued, have gone as far as they can. 

“The responsibility now rests squarely upon the Commis- 
sion,” continues the brief. “All we have attempted and the 
most we are able to do in our desire to be helpful in the present 
situation is to reason to certain conclusions from facts that 
cannot be successfully contradicted.” 

The contention of those who favor the increase in freight 
rates, says the brief, is that even though all other industries 
may be adversely affected, nevertheless the injury that would 
result from an inadequate transportation system would far out- 
weigh the adverse effect of the proposed increase, hence the 
Commission is warranted in granting the application. 


New York Industries 


At no time in its history, asserts the brief on behalf of 
the Associated Industries of New York state, has the Commis- 
sion been stampeded into the making of “emergency decisions.” 
To evolve an adequate rate structure, the brief continues, is a 
task that requires years of study and deliberate weighing and 
analysis of complicated facts and figures. It calls attention to 
the fact that in recent years the Commission has been engaged 
in the constructive task of revising the national rate structure 
in response to the Hoch-Smith resolution, and that in all those 
cases the Commission gave prominent consideration to the 
financial condition of the carriers, well knowing that it was 
responsible under the law for maintaining earnings at a reason- 
able level. 

The brief contended that it was the duty of the railroads 
to show the rates that could be increased so as to bring the 
increased revenue. A graye danger in the present proposal, the 
brief said, lay in the fact that it would necessarily, to a large 
extent at least, result in surrendering to the railroads the im- 
portant power of determining how and to what extent the addi- 
tional burden should be borne by the yarious kinds of traffic. 

“This,” says the brief, “is one of the most important 
functions of the Commission and the public cannot be protected 
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unless the Commission exercises it. Our final request is that 
the Commission shall refrain from making any decision of an 
emergency character. The railroads are not in a desperate con- 
dition if during the past calendar year they paid dividends in 
excess of half a billion dollars, and if their surplus is in the 
neighborhood of five billion dollars.” 

The International Paper Company, after calling attention 
to the fact that the Commission had recently made decisions 
in a number of cases in which it had a vital interest, said that 
no evidence had been submitted by the railroads showing or 
tending to show that the rates so established as maximum rea- 
sonable rates should be subjected to further increases. It said 
that it seemed clear as a matter of law that these particular 
rates should be excepted from any general increase which the 
Commission might authorize. 

The Texas Gulf Sulphur Company said that the railroads, 
for reasons best known to themselves, had failed to introduce 
traffic testimony or to explain to the Commission how their 
tonnage would be affected by a 15 per cent increase in rates. 
The company said it had endeavored to supply this deficiency 
so far as its commerce was concerned. It suggested to the 
Commission the advisability of a finding in its report to the 
effect that the carriers had failed to show that they would 
derive additional revenue from the proposed increase in the 
rates on sulphur. 

In its brief, the Port of New York Authority said that there 
was not a single valid reason for disturbing the port differ- 
ential adjustment. 

The Public Utilities Commission of Colorado, in its brief, 
said it took the position that the 15 per cent increase should 
not be granted; that the remedy for the railroads lay in the 
further curtailment of operations and other expenditures in the 
same manner that all industry was meeting and solving a prob- 
lem confronting it under the present economic conditions. 


Western Railroads 
Counsel for the western railways, in their brief, said: 


The railroads are seeking authority to incresae their freight 
rates 15 per cent in order to enable them to obtain sufficient revenues 


to operate their properties safely, serve the public adequately, 
improve their seriously-impaired credit, and effect, through addi- 
tional capital expenditures, further economies in operation. Under 


present conditions and the existing level of freight rates, the revenues 
received are insufficient to provide necessary and proper maintenance 
of the railroad properties and a basis upon which to obtain new 
money for capital purposes. An adequate and efficient transporta- 
tion service, as contemplated by law, cannot be maintained under 
such conditions. The railroads believe that an increase of 15 per cent 
in freight rates will make it possible for them to provide necessary 
and proper maintenance, and that such increase will materially assist 
in the strengthening of railroad credit. On the present volume of 
traffic it will not yield the fair return which the law provides. 

The public as a whole has a vital interest in this proceeding, for 
nothing would contribute in a greater degree to public hardship and 
suffering than a breakdown of railroad service. The prosperity of 
the country and its citizens is dependent today and will be dependent 
in the future upon adequate and efficient service by the railroads, 
which at this time is seriously threatened by a rapidly declining 
revenue and a rapidly diminishing return on investment. That this 
decline in revenue, notwithstanding rigid economies, has resulted in 
income wholly insufficient for present needs must be apparent to 
any unprejudiced mind. Unless relief can promptly be had, the 
outcome must be a weakening and an ultimate failure of railroad 
service and serious injury to the public interest. 

A further element in favor of granting the authority herein sought 
is the desirability at this time of making additions and betterments 
on the railroad properties which will effect operating economies, and 
at the same time be a powerful force in the reduction of unemploy- 
ment not only on the railroads but in the field of general business. 

For the reason that conditions now confronting the railroad in- 
dustry in relation to earnings and the maintenance of railroad prop- 
erty have reached a critical stage that requires very prompt action 
on the part of governmental authority, if serious results are to be 
avoided, the Interstate Commerce Commission is requested to exercise 
its power in this proceeding with the utmost dispatch. In that sense, 
the situation is declared to present an emergency. The power of 
the Commission to deal with this question must rest upon the plain 
provisions of the interstate commerce act, but that power in a 
concrete case may be exercised in routine fashion or with great 
promptness. The facts in this proceeding disclose the imperative 
need for quick relief. 

The railroads are legally and justly entitled to ask for a rate level 
that will yield them a fair return. The evidence shows beyond any 
doubt that the present rate of return is far below the legal rate of 
return. During years of business prosperity in the last decade the 
rate of return has never exceeded, but has fallen short of, the rate 
of return provided by law. It should be obvious to everyone that if 
the rate level during years of national prosperity is so restricted as 
to yield less than the legal rate of return, the duty plainly rests upon 
governmental authority to see that during less prosperous years 
the rate level is readjusted to a basis that will yield at least not 
less than the rate of return of the preceding period of national 
prosperity. It is equally obvious that a failure to discharge that 
duty during a period like the present can produce only these results: 
A rate of return that is utterly insufficient, under maintenance of 
railroad properties, destruction of railroad credit, and a breakdown 
of railroad service. 

While no mention is made in the law of a less rate of return 
during periods of business depression than the fair rate of return 
which the law requires. It has been claimed by certain parties in this 
proceeding that during such periods the rate of return should be 
held to a low basis because of decline in commodity prices and re- 
duced income of private business corporations and other shippers. 
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If the point were sound, then the railroad industry woulc be free 
during a prosperous period in industry, with a rising price level, to 
increase its rates to the same extent as industry in general, and 
provide itself with the means for continuing an adequate service 
during years of business depression. But we know that this would 
not be permitted by law. We also know that during the period of 
high prices prior to, during and following Federal control the rates 
for railroad transportation reached no such heights as commodity 
prices. A rule is inherently defective that will not work both ways. 
If the present decline in commodity prices is a reason for denying 
to the railroad industry the right to have its rates adjusted to a 
basis more in keeping with the requirements of the law, then the 
same reason should have commanded that during the war period and 
the years following, the freight rate level should have been elevated 
far beyond the level to which it attained. But the freight rate level 
was not so elevated, and no shipper or group of shippers arose in 
protest. If at that time they recognized no relationship between the 
freight rate level and the rapidly rising scale of commodity prices, 
then they cannot be heard to assert at the present time that such 
a relationship exists and that a lowered commodity price level should 
stand as a reason for denying to the railroad industry a level of 
freight rates more in harmony than the existing level with the 
standard of return prescribed by law. 

These parties seem to forget or fail to understand that during 
the years of business prosperity prior to 1930, when commodity prices 
were higher than they are at the present time and the income of 
private business corporations was on a high level, the rates of the 
railroads were restricted by operation of law, and that at no time 
during that period was the income sufficient to yield the fair return 
which the law provides. 

The conclusion which follows is obvious. If, during years of 
business prosperity, the railroads may not lawfully increase their 
rates on the ground that industry generally is prosperous, but during 
such a period are required to maintain a rate level which actually 
yields less than the fair return provided by law, then in common 
fairness and justice the railroads are entitled to a rate level during 
years of adverse business conditions which will maintain the rate 
of return on a basis at least not lower than the rate of return during 
the prosperous years. 

The evidence shows that the rate of return in the Western Dis- 

trict and the rate of return in the United States are now so far 
below the fair legal rate of return that only one course is possible 
if fair treatment and common justice are to be accorded. An in- 
crease in the general rate level is the only solution. The legal right 
of the railroads to insist on this measure of relief is more than sup- 
ported by the figures of record, which show an utterly inadequate 
rate of return on the properties devoted to transportation service, 
notwithstanding the great curtailment which has been made in ex- 
venses. 
Wholly aside from the unfairness of a rate level which produces 
this very low rate of return, the present situation stands forth to 
challenge the attention of the public. If the increase requested is 
not accorded, the public must be prepared to witness a decline in 
railroad service, with future car shortages, traffic congestions and 
delays, which will be more serious and more expensive than the 
transportation difficulties of any past period. Of course, a return to 
such conditions will not be tolerated by the people of the United 
States. 

It is difficult to escape the conclusion that tendencies during the 
past decade, accentuated by the heavy decline in traffic since the 
fall of 1929, are slowly but surely precipitating a return to the un- 
satisfactory conditions affecting the adequacy of railroad transpor- 
tation service that obtained during the years preceding the period 
of Federal control, to remedy which the Transportation Act of 1920 
was adopted. 

There is only one remedy available to avert such a result, and to 
preserve for the people of the United States an adequate system of 
transportation. That remedy requires that no more shall be done than 
to allow the rate-making provision of the Transportation Act to be 
fully and fairly administered according to its plain intent and pur- 
pose. When that shall be done a fair and adequate freight rate 
level will be possible, under which the railroads can function efficiently 
and maintain for the public: benefit an adequate system of transpor- 
tation. If this remedy is to be denied, then the public must be pre- 


pared to face the inevitable result: the deterioration of railroad facil- 


ities and inadequate and unsatisfactory railroad service. 
Passenger Brief 


A brief dealing with passenger train service in defined ter- 
ritories was filed by counsel for the western railways, as fol- 


lows: 


This brief is filed in response to certain criticisms offered by 
western state commission with respect to_passenger train service 
between Chicago and St. Paul-Minneapolis, Chicago and Omaha, Chi- 
cago and Kansas City, Chicago and St. Louis, and St. Louis and 
Kansas City. The burden of the comment directed against this serv- 
ice appeared to be that certain western railroads, in striving to pro- 
vide for their patrons a service of merit and excellence, have gone 
too far and maintained service which, according to the notions of 
these critics, is too good. 

Just what is the theory underlying the position of these state 
commissions is not clear. It is apparent that when, as is the case 
here, the record shows that an increase in freight rates is not only 
warranted but essential, the carriers may not lawfully be penalized 
by a denial of an increase because certain of their passenger train 
operations may be in excess of a vague and undefined standard based 
on no authoritative investigation or sanction. 


Although what is said by our opponents with respect to passenger 
train service is based upon no sound theory, and is unsubstantiated 
in fact and merits no real consideration at the hands of the Inter- 
state Commerce Commission, the carriers welcome the opportunity 
to bring the true facts to the attention of the Commission and to 
correct certain false impressions which seem to have some currency 
with respect to passenger train operations. 


Critics of the passenger train service between Chicago, on the 
one hand, and St. Paul-Minneapolis, Omaha, Kansas City, St. Louis, 
on the other, and between St. Louis and Kansas City, appear to be 
laboring under the impression that passenger train mileage between 
these terminals is increasing. The true facts, however, are exactly 
to the contrary. In recent years the through service between these 
terminals has been materially cut, four and one-half million passenger 
train miles, in round numbers, having been eliminated since January 
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1, 1930. This saving in passenger train miles since January 1, 1930, 
is divided as follows: Passenger train 


Between miles eliminated 
ee ee ON ss nde ssd ce ebshaseepentaccnseeded tenes 1,332,643 
re ee, sects vkeeb ae haheude dub eRs (6k8sscdeeaeueel 1,389,835 
Cn EE ac ps ceePNN CCN CR Shh be +OeRESN SARA N SEO CMO 858,115 
CN 66s cake enehek eb Seerns ee Ka aeeaKeeas 817,600 
I re ere er ee re ee 128,845 

EN nin 5 OWS AGG6 0 o Ena pS E aks Eda ten cht eed TERK 4,527,038 


There seems to be a mistaken belief new trains have been placed 
in service to serve exclusively the needs of the traveling public 
between these terminals. An example of this is the Corn King Lim- 
ited. When this train was placed in service by the Chicago and 
North Western it did not add one single mile to the passenger train 
service of that carrier. New and modern equipment was put in 
service on a train which had been operating between Chicago, on 
the one hand, and Omaha and Sioux City, on the other, for many 
years, and the train so equipped was given a new name. 

Traffic and operating officials are constantly studying the passen- 
ger train situation with the view of locating opportunities for elim- 
inating unnecessary service. Railroad management, however, must 
always bear in mind its duty to serve the reasonable needs of the 
traveling public, and also the practical necessity of keeping its service 
convenient and attractive as compared with that afforded by com- 
peting forms of transportation. In studying the passenger train 
service between these terminals, the following characteristic elements 
must be understood: 

First, the importance of the Chicago and St. Louis gateways. 
Chicago and St. Louis are the principal gateways in a territory com- 
prising more than two-thirds of the United States, and there are 
25 trunk line railroads entering Chicago and 18 entering St. Louis. 
All passenger train service breaks at those gateways. Kansas City, 
Omaha and the Twin Cities are intermediate points on through 
routes serving this great expanse of territory. . 

Second, most of the trains against which criticism is directed 
operate between Chicago and the Pacific coast. To illustrate: 50 per 
cent of the train service of the Chicago, Burlington & Quincy 
between Chicago and the Twin Cities consists of through trains 
between Chicago and the north Pacific coast. On the Chicago & 
North Western 93 per cent of the trains between Chicago and Omaha 
originate or terminate at Denver, Los Angeles, San Francisco or 
Portland. The Atchison, Topeka & Santa Fe does not operate any 
passenger trains between Chicago and Kansas City exclusively for 
Chicago-Kansas City travel, all the train service being designed 
primarily to furnish transportation for the extensive territory west 
of Kansas City to the southwest and middle west through to 
California. 

Third, the importance of intermediate territory. In the wide 
expanse of relatively thickly populated territory between Chicago 
and St. Louis, on the one hand, and Kansas City, Omaha and the 
Twin Cities, on the other, there are millions of people whose travel 
needs demand attention. There are six railroads operating between 
Chicago and the Twin Cities. The assumption apparently made by 
certain critics of passenger service that one train over one of the 
railroads between Chicago and St. Paul-Minneapolis would be 
adequate is unjustifiable and incorrect. The needs of the interme- 
diate territory on the various routes must not be overlooked, these 
routes serving distinctly different localities. The route of the Min- 
neapolis, St. Paul and Sault Sainte Marie runs through Fond du Lac, 
Neenah, and central Wisconsin stations, and the route of the Chicago, 
Rock Island & Pacific runs about 200 miles to the west through 
central Iowa and southern Minnesota, 

Fourth, these trains are the best producers of revenue. Trains 
operating between these terminals are the best producers of passen- 
ger revenue of the railroads operating them. For a representative 
period, the records of the Burlington show that their four trains 
between Chicago and the Twin Cities were twice as productive in 
revenue as the passenger train service of the Burlington as a whole. 
Between Chicago and Omaha on the North Western the average 
earnings per train mile exceeded the average for the rest of the road 
by over 42 per cent, there being excluded from the statistics, for the 
rest of the road, revenue and train miles in suburban service and 
between Chicago and the Twin Cities. An even more marked 
example of this trend is found on the Alton Railroad, where the 
passenger train service between Chicago and St. Louis accounted 
for only 47.7 per cent of its total passenger train miles, but produced 
80.3 per cent of the total passenger train revenue. 

Since January 1, 1930, ten daily trains, or five round trips, have 
been eliminated between Chicago and the Twin Cities, six bewteen 
Chicago and Omaha, four between Chicago and Kansas City, eight 
between Chicago and St. Louis, and two between St. Louis and 
Kansas City, thus eliminating over four and one-half million passen- 
ger train miles yearly; that, considering the number of routes between 
these terminals, the importance and the population of the interme- 
diate territory, the vast expanse of territory beyond the Missouri 
River and the Twin Cities, and the varied needs of millions of 
people, existing passenger train service is not excessive but essential 
to meet the reasonable needs of the public; and that the trains 
operating between these terminals are the best producers of passen- 
ger traffic revenue and the chief support of passenger traffic 
operations, 

The western railways have always endeavored to maintain their 
passenger operations upon a high standard of excellence and to afford 
their patrons the best service that circumstances would permit. That 
they have succeeded appears certain, since the criticism now is that 
it is better than some think it should be. Perhaps the carriers should 
take some satisfaction in hearing complaints based upon the superior 
qualities of their service. The record in this case demonstrates that 
the criticisms relating to the passenger service are theoretical; that 
they are based upon a lack of understanding of the practical problems 
involved as well as upon unfounded surmises and assumptions; and 
that they merit no serious consideration by the Interstate Commerce 
Commission. 


Twenty-five Briefs on Last Day 


. 


we 

Twenty-five briefs were filed in Ex Parte 103 September 18, 
the due date, including a general brief on behalf of the carriers. 
In the latter, the carriers say that, if the Commission does not 
agree with the fifteen per cent method the matter does not end 
there. They assert that, if the Commission disagrees, then, 
under the law, it is the Commission’s duty to decide on a differ- 
ent method. 
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FROM COWTOWN TO RAIL CENTER 


Another bulwark of the old west fell September 14, when 
the picturesque cowtown of Bieber, in northern California, be- 
came a railway town of some importance. The 150 inhabitants, 
augmented by ranchers and their families from miles around, 
were on hand early to watch the Great Northern railway come 
to town traveling over its own railroad. 

Like a huge caterpillar the tracklaying machine with its 
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trailing train of supply cars moved steadily down the “home 
stretch” to the depot site dropping ties and rails ahead of it 
as it advanced. 

There are more celebrations in store for Bieber as its cattle 
complexion gives way to that of a bustling railway town, 

From the south the Western Pacific is advancing on Bieber 
with new steel to connect with the Great Northern and give 
the big Hill system’s trains a steel highway to San Francisco. 
The climax will come early in November when dignitaries will 
drive the golden spike at Bieber. This will officially connect 
the two systems and make Bieber an important division point 
on the Great Northern’s main route to California. 
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The new line, besides supplying a direct route between 
Californiia and the northern tier of states between the Great 
Lakes and the Pacific Ocean, opens an important forest area. 
It also provides, for the first time, competitive north-and-south 
rail facilities for the entire territory between the Mexican border 
and the Canadian boundary. 

The importance of the new Great Northern-Western Pacific 
link probably will not be measured by its 200 miles of new 
steel or by its cost of approximately $15,000,000. The significant 
factors are that the products of California go to almost every 
state in the Union and the fact that the new alliance has rail 
interests in every state west of the Mississippi River except 
three—Arizona, Louisiana and Arkansas. 

The Great Northern, itself an 8,000-mile system, is a joint 
owner of the Spokane, Portland & Seattle railway, with exten- 
sive trackage in Oregan and Washington, and is also a joint 
owner of the Chicago, Burlington & Quincy, with its 11,000-mile 
network of tracks between Chicago and Denver and, through 
ownership of the Colorado & Southern and the Fort Worth & 
Denver, extending south to the Gulf of Mexico. 

The Western Pacific, between San Francisco and Salt Lake 
City, is a joint owner of the Denver & Rio Grande, extending 
from Salt Lake City to Denver. 

The Great Northern Railway September 15 opened its new 
California line with a trainload of 50 cars of Shevlin pine prod- 
ucts to Minneapolis and St. Paul from the McCloud River Lum- 
ber Company. The inauguration of this new Great Northern 
California service is coincident with the organization of the 
Shevlin Pine Sales Company. 


PROSPERITY LUMBER SPECIALS 


The “Prosperity Special,” made up of a solid train of sixty 
cars of California lumber and estimated as a $60,000 shipment, 
left McCloud, Calif., September 15 amid the din of mill and 
locomotive whistles and the cheering of railroad and lumber 
executives, lumber jacks, school children and the mill workers 
employed by the McCloud Lumber Company. The “Prosperity 
Special” is destined to points in the Mississippi Valley and 
destinations as far east as the New England states. The train 
is operating on a fast schedule and will arrive at the Proviso 
yards of the Chicago & North Western Railway September 21. 

A special train of seventy cars of sugar pine lumber out 
of the Sierra Mountains of Califoriia, cut from trees over seven 
hundred years old, which stood two hundred feet high, will be 
rushed across the continent and distributed in twenty states 
and in Canada the latter part of September, according to advices 
received at the general offices of the Rock Island Lines in 
Chicago. 

This shipment, containing about 1,500,000 board feet of high- 
grade pine, will be used largely for making patterns and flasks 
in foundries and castings works, for sash and doors and for 
fine woodwork, where beauty and ease of working are impor- 
tant. The special will leave the mills of the Sugar Pine Lumber 
Company, Pinedale, Calif.. September 21, as a fast manifest 
train, arriving in Denver September 26, Kansas City September 
28, and Chicago by September 30. 

The train will contain cars for Omaha, Muscatine and Dav- 
enport, and also for cities in Illinois, Missouri, Michigan, Ohio, 
Pennsylvania, Maryland, New York, Rhode Island, Massachu- 
setts, Connecticut, Washington, D. C., and points in Canada, The 
lumber will move in steel box cars of one type, especially se- 
lected for this shipment. About five thousand cars of this white 
pine lumber are being made ready at Pinedale and Merced 
Falls, Calif., in the next twelve months, preparatory to a revival 
of the building industry. 





OIL RATES DATE 


The Commission, in a notice to all concerned, in No. 17000, 
part 4, Hoch-Smith petroleum and petroleum products, No. 
18458, general petroleum investigation, and No. 17000, part 4-A, 
Hoch-Smith rates on refined petroleum products from, to and 
between points in the southwest, has set December 3 as the day 
upon which the railroads will be expected to establish all the 
rates prescribed in the proceedings mentioned. 

The southwestern and southern respondents sought the 
postponement of the time in which they might establish the 
rates prescribed until January 15, 1932, upon 15 days’ notice. 
Upon petition of the lines in official classification territory the 
time allowed for the establishment of rates within that territory 
was recently extended from October 15, 1981, to December 3, 
upon statutory notice. 

This notice makes December 3 the day upon which the 
carriers are to make effective, if they so desire, the maximum 
rates authorized in the three petroleum proceedings hereinbefore 
mentioned. 
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Coordinating Highway Transportation 


Formation of Columbia Motors, Inc., Marks Transition of Motor Transport Industry from Period 
of Individual Enterprise to That of Organized, Group Service, in the Opinion of Its 
Officialsk—A ‘Complete’ Highway Transportation System for Great Lakes 
Industrial Basin Provided by Creation of New Company Having 





Frank C. Schmidt, 
president of Columbia 
Motors, Inc. 


. 


nify the transition of the motor transport industry from the 


Membership of Nine Large Trucking Companies 


By HoMER H. SHANNON 


N event in the field of motor 
A transport that promises to be 
of interest to both the industry 

and shippers using services of high- 
way carriers was the incorporation, 
last May, of Columbia Motors, Inc., an 
organization composed of a selected 
number of large _ inter-city truck 
operators in the Great Lakes basin. 
The organization has its headquarters 
at Toledo and the highway operations 
of its members extend from Buffalo, 
on the east, to Milwaukee, on the 
west, with the Ohio River roughly 
serving as a boundary on the south. 
Creation of a “cohesive system of 
transportation” within this territory 
and one that completely covers it, 
serving all the principal cities and dis- 
tribution points, is the purpose of 
those in charge of the new project, 
according to Frank C. Schmidt, who 
is at its head. Incorporation of the 
group and the objects embraced sig- 


than thirteen years. 





pioneer stages of individual, piecemeal enterprise to the develop- 


ment of a coordinated, complete transportation service, he holds. 
Inter-city truck transportation has become more than just the 
hauling of goods from a shipper in one city to a consignee in 
another, and the necessary framework on which the new trans- 
portation system can function must be created. 

The development, in some respects, parallels that which 
took place in connection with steam railroads between 1865 
and 1875, when rail transportation was made something more 


than a disjointed series 
of movements over a 
large number of com- 
paratively short, inde- 
pendently operated and 
jealous rail units by 
standardization of rail- 
way track gauges and 
other changes that 
made equipment inter- 
changeable and service 
continuous from _ ship- 
ping point to destina- 
tion within large terri- 
tories. 

Through the me- 
dium of Columbia 
Motors, Inc., it will be 
possible for the 
National distributor or 
shipper to supply his 
highway transportation 
needs throughout the 
entire territory by deal- 
ing with a single 
agency. Eventually, 
according to the plan, 
a single tariff will give 
the rates of all the 
group members, joint 
through rates will be 
published, and services 
of a uniform nature 
provided for. 


Logical Next Step 
“It is the logical 

















New type of semi-trailer constructed to conform with 

recent Indiana legislation and give maximum hauling 

capacity. Under recent Illinois legislation, this piece 

of equipment will be about five feet too long to oper- 
ate on the highways of that state. 


Modern highway “train,’’ with a capacity of from sixteen to eighteen tons, 
belonging to a member of Columbia Motors, Inc. With an over-all length of 


approximately 60 feet, combinations of this character have been outlawed 
Indiana, effective the first of the year. 





in 


next step,” said Mr. Schmidt, who, in addition to being president 
of the Columbia group, is president of The Liberty Highway 
Company, one of the largest operators belonging to the group, 
and has been in the highway transportation business for more 
“Group effort has come to be recognized 
as the satisfactory solution for many of our modern problems,” 


he says. 
‘‘Perhaps 
the greatest 
problem 
faced by 
the motor 
transport 
industry is 
that pre- 
sented by 
irrespon- 
sible, unre- 
liable op- 
erators. 
Every mo- 
tor trans- 
port op- 
erator who 
tries to con- 
duct his 


business on a legitimate basis, complying with state regulatory 
laws and otherwise giving the shipper and the public the full 
protection they have the right to demand, knows that the great- 
est obstacle he is up against is a psychological result of misman- 
agement on the part of irresponsible truck operators. We believe 
that, through our group setup, we not only will be able to give 
a complete truck transportation service within the territory, 
with all that implies, but also to put highway transportation on 


a stabilized basis, so 
that the shipper can 
know what he is buy- 
ing.” 

Perhaps somewhat 
inconsecutively, so far 
as this article is con- 
cerned, it is interesting 
to note two more or 
less novel observations 
made by Mr. Schmidt, 
as indicative of his ap- 
proach to the complex 
problems created by 
the sudden rise and im- 


portance of highway 
transportation. 
“There ' is abso- 


lutely no reason why 
the shipper shouldn’t 


have the benefit of 
joint rail and _ truck 
rates,” he declared. 
“The railroads cpuld 


provide for them now, 
through the publication 
of proportional rates 
for application in con- 
nection with truck 
movement. In that way 
the shipper could more 
fully utilize the ad- 
vantages of both types 
of service—the greater 
speed and flexibility of 
the truck, on the short- 
haul, and long-distance, 
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mass transportation conveniences and economies of rail move- 
ment. Such an arrangement would further speed up all trans- 
portation and would simplify a great many shipping problems.” 

Joint through rail-truck rates were desirable, he held, but 
could not be provided for under existing regulatory law. 


Starting Point for Federal Regulation 


The other was that regulation of the motor transport 
industry by the federal government should have its beginning 
in the establishing of uniform traffic rules over the entire 
country, covering such matters as the length and weight of 
vehicles, lighting equipment, and other matters affecting the 
safety of operation and use of public highways. Through 
restrictions imposed on the use of federal funds for highway 
construction, the national government could require the estab- 
lishment of uniform rules in those respects just as easily as it 
imposes specifications as to types of highway on federal aid 


roads, he pointed out. 
“Certain fundamental traffic rules covering these features 


might be laid down for all federal aid highways, federal aid in 
construction being contingent on their acceptance for those high- 
ways by the individual states,’ he explained. ‘Why leave 
matters so vitally important to the ability of the motor transport 
industry to supply the service shippers are demanding to every 
country constable? That is the first constructive thing Congress 
can do with reference to regulation.” 

If a uniform code of rules covering the physical and operat- 
ing features of motor transport were adopted by the various 
states for application on federal aid highways, the result would 
soon be their extension to all highways, he argued. 

While the shipper might have to wait some time for the 
establishment of joint rail-truck rates, he indicated, continuous 
movement of shipments over highway routes covered by two or 
more motor transport operators was rapidly on the increase. It 
was only right, he said, that the shipper should be charged at 
a lower level on his long-haul shipments than on local ship- 
ments, as is the case in connection with rail transportation. 
Full local rates, in the case of interline movement, were no 
more justified in one case than the other, he held. One of the 
important changes he expects to result from the coordinated 
efforts of the group he heads is the creation of a complete 
network of joint rates, as well as the necessary operating 
arrangements to make the service itself continuous. 


The Existing Organization 


The group membership now consists of nine motor trans- 
port operators, with more than 500 truck and trailer units, 
doing an annual transportation business of more than 500 
million pounds. Terminals are maintained in most of the prin- 
cipal cities of the territory, with a net-work of daily scheduled 
services linking them with a large part of the intermediate 
territory. The individual trucking organization and their head- 
quarters are as follows: General Motor Transportation Company, 
Dayton, O.; Ward Transportation Company, Columbus, O.; E. 
A. Schlairet Transfer Company, Mt. Vernon, O.; The Liberty 
Highway Company, Toledo, O.; Hancock Truck Line, Evansville, 
Ind.; Haeckl’s Truck Line, Hamilton, O.; The Fraser Young 
Trucking Company, Wadsworth, O.; Denny Motor Transfer 
Company, New Albany, Ind.; Columbus Motor Express, Inc., 
Columbus, O. Terminals are maintained by these lines at such 
cities as Chicago, Detroit, Cincinnati, Cleveland, Indianapolis, 
Louisville, Akron, and others, with highway services radiating 
out of these points, giving daily pickup and delivery of freight 
at approximately the rail rates. 

In the formation of the group, the financial and legal re- 
sponsibility of the individual carrier is paramount, according to 
Mr. Schmidt. Only old, well established operators are taken 
into the membership. The youngest of the family is eight years 
old. In addition, other considerations receiving weight in select- 
ing the members are that the individual companies operate over 
non-competitive routes, so far as the other lines in the organiza- 
tion are concerned, and the membership was so laid out as to 
give as near a complete, complementary service in the territory 
outlined as possible. It is not the thought of those in charge 
of Columbia Motors that the membership is complete, but it 
was their intention to set up the skeleton of the completed 
service organization as early as possible. Control of the group 
lies in a board of directors selected by the membership, with 
Mr. Schmidt as the executive head. 


Group Services 


Emphasis is placed on the fact that the organization is more 
than a mere association of motor transport lines—that it is an 
incorporated entity that will conduct a large number of the 
activities of the individual lines, with close supervision of the 
service of members. It was emphasized more than once that 
the purpose was to supply a complete, unified transportation 
service covering the entire Great Lakes industrial basin. In- 
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dividual members will be held responsible by the group for 
the kind of service they give the shipping public, says Mr. 
Schmidt. 

“Our desire to put motor transport on a responsible basis 
played a large part in creation of the group,” he said. “Through 
the group we feel we can cope more effectively with conditions 
brought on us by irresponsible operators. Heretofore, the 
national distributor has had to pick up a truck operator here 
and there and take his chances. If we can pound home with 
sufficient force the reliability of our service and the full pro- 
tection afforded the shipper and the public, we feel that will 
tend to eliminate irresponsible carriers. The shipper can’t 
afford to use them, when he has a known quantity at his com- 
mand. 

“One of the things I have never been able to understand 
is that the credit department of a large manufacturer or whole- 
saler will take every precaution to see that a customer to whom 
a shipment is consigned is ‘good,’ but that same organization 
will then turn the shipment over to any motor transport operator 
that quotes a rate that looks good.” 


Large Scale Economies 


While the central idea of the organization, as Mr. Schmidt 
stated, from the traffic or shipper point of view, is the creation 
of a “cohesive” transportation system, that is complemented 
from the side of the motor transport operator by a program that 
will mean substantial economies for him. Through group pur- 
chases of materials, large savings for the members will be 
obtained. “Many thousands of dollars will be put in the profit 
column that have heretofore gone into expenses,” as the presi- 
dent of the organization phrased it. 

Costs will be reduced in a great many ways, such as by the 
creation of common terminals, group advertising and publicity, 
group solicitation of national distribution accounts, etc. 

“Through these economies, members will be able to give 
better service at minimum rates,” said Mr. Schmidt. “Better 
service means more business. Results will be obtainable through 
collective action that otherwise would be entirely out of reach.” 

One of the items in the program involves the adoption of a 
uniform accounting system for all the members to assure each 
that he knows his costs and so that those of the individuals 
will be on a comparable basis. In this connection, not the least 
important of the functions of the group will be that of a clearing 
house for information on costs and other matters. Each mem- 
ber has had invaluable experience in some particular type of 
operation, it was pointed out. Through the group, that will be 
available to all, with a compensating interchange from all sides. 

Monthly meetings of freight solicitors will be held, begin- 
ning in October, at which business information will be inter- 
changed. Any kind of service troubles that may have developed 
will be brought out at such meetings and customer complaints 
will be cleared up. The central organization will provide the 
opportunity to develop a “balanced” traffic, eliminating the 
expensive empty back haul, to a degree that would not be pos- 
sible for the individual line working alone. 

An important problem of the operator is that of training 
drivers “to meet the shipper and consignee,” it is pointed 
out. A sales course will be prepared by the group to meet that 
need, giving the combined experience as to care of equipment, 
courtesy on the highway, and other phases of “meeting the 
public.” 

The ultimate intention is to place insurance for the entire 
group through Columbia Motors. That is vitally necessary, Mr. 
Schmidt explained, if the economies of equipment interchange 
are to be realized, so that responsibility can be fixed and dis- 
putes avoided. At present, it is pointed out, exchange of equip- 
ment between lines is illegal in Ohio. Mr. Schmidt uses that 
point to enforce a contention that existing state laws regulating 
highway transportation are not well conceived. Substantial 
economies in operation will be available when it becomes pos- 
sible for a tractor of one line to hook on to a loaded trailer of 
another, when shipments are routed over two connecting lines, 
he says. Under existing Ohio law, he points out, vehicles are 
certificated for operation over fixed routes, so that it is not pos- 
sible to move a loaded trailer of one operator over the route of 
another. 

Regulation 


Another illustration of the chaotic condition of state regula- 
tion which he advanced was that affecting the length of units 
permitted on the highways in different states. Under legislation 
passed at the last session of the Illinois legislature, the com- 
bined length of a truck and semi-trailer is limited to 35 feet; 
at its last session, the Indiana legislature limited such trans- 
portation units to a length of 40 feet, while recent Ohio legisla- 
tion permits 50 feet. 

“What type of vehicle is the operator going to use?” pro- 
tested Mr. Schmidt. “There is no reason why one length should 
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be reasonable in one of these states and some other in another. 
There are no important differences in operating conditions.” 
Such matters, he held, were typical of existing state legisla- 
tion, presenting another opportunity for group action, as opposed 
to ineffectual individual effort of those in the motor transport 
industry. 
The Day of Consolidations 


The motor transport operator can no longer afford to “go 
it alone,” insists Mr. Schmidt. The best interests of the industry 
itself can be served to a greater advantage through coordination 
of service and effort and modern transportation needs can only 
be filled better by the creation of a complete highway transporta- 
tion organization within a given territory. Development of 
facilities for handling perishables and many classes of merchan- 
dise on a large scale depends on some common control, he holds. 
Publication of tariffs and establishment of point through rates 
and services over connecting lines depend, likewise, for their 
satisfactory solution on some such program as that embodied in 
Columbia Motors, Inc., in his opinion. And, if the program of 
his organization is realized, shippers in the Great Lakes indus- 
trial basin will soon have such a unified, complete service at 
their command. 


TRUCK IN CHICAGO TERMINAL WORK 


The Trafic World Washington Bureau 


The Commission, on its own motion, in I. and S. 3641, has 
suspended for seven months from September 15 an item in 
supplement No. 19 to Galligan’s I. C. C. No. 182, proposing to 
establish truck service in lieu of rail service in handling less- 
than-carload freight to and from stations of terminal carriers 
in the Chicago district “at the option of the road-haul carrier 
directly concerned.” The Commission desires to know more 
about the plan than is disclosed by the item and the informal 
representations made in behalf of the plan to substitute truck 
for switching service. 

Suspension was caused, to some extent, by the general char- 
acter of the language employed. The item put on the suspen- 
sion hook is short, reading as follows: 


Transfer of freight between freight houses in the Chicago district 
may be performed by rail switching service or by highway vehicle 
service at the option of the road haul carrier directly involved. 


At present the carriers with lines terminating at Chicago 
publish rates to Chicago and then undertake to make deliver- 
ies at various points within the switching district, by rail serv- 
ice from one station to another. Compensation for the service 
beyond the station of the line-haul carrier, when performed 
by one of the terminal companies, is by means of a division 
out of the rate. The item in the Galligan tariff, seemingly, 
leaves to the line-haul carrier, the option of making delivery 
off its rails at the station of another carrier by switching serv- 
ice or by truck. Service by truck to a point on the line of 
another carrier, in effect, it has been suggested, would be an 
extension of the line of the carrier using the truck, of its line 
without a certificate from the Commission, The present service 
has long been established and many questions about it have 
been ironed out. The interjection of the truck, as proposed by 
the Galligan tariff, raises questions among the tariff and traffic 
men of the Commission that can be treated in a formal inquiry 
into the matter. One of those questions is as to the responsi- 
bility, to the shipper, for loss and damage of goods while in 
possession of the truck. Questions about divisions, it is be- 
lieved, are also raised by the proposed substitute service. 


SOUTH CAROLINA TRUCK RATES 


The South Carolina commission, according to reports from 
the state capital, has decided although not yet ordered, that 
common carrier trucks operating within the state shall file 
schedules of their rates with it and that the rates, in all in- 
stances, shall be 10 per cent higher than the railroad freight 
rates between the same points, both requirements to be effective 
October 1. 

Ten per cent over the railroad rates, according to the report 
from the South Carolina capital, was deemed a proper margin 
for the trucks to charge on account of the pick-up and delivery 
services performed by them. According to the report, the sub- 
ject had been under consideration before the South Carolina 
commission for a considerable length of time, railroad men 


suggesting a margin of 25 per cent and truck operators a flat . 


surcharge of 4 cents a hundred pounds, so as to put the two surv- 
ices on a fair basis of competition. 

Governor Richards, of South Carolina, for months has been 
telling audiences in South Carolina that the state had to pre- 
serve its electric and steam railroads by putting all transporta- 
tion agencies upon a fair basis. In addressing the National 
Association of Railroad and Utility Commissioners at Columbia, 
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S. C., last November, the governor took that position. 
Traffic World, November 22, 1930, p, 1279.) 


(See 


ALABAMA COTTON RATES 


The Alabama commission has approved a petition of the 
Southern Railway to establish a low schedule on cotton ship- 
ments in Alabama. 

The schedule marks a new departure in the fight of the 
railroads against truck competition, in that it sets up a new 
schedule for the entire state, instead of merely a flat rate 
between competitive points. 

The Southern’s scale, as approved by the state commission, 
establishes a rate of one and one-fourth cents a bale a mile 
on shipments of five to 80 miles and one cent a mile a bale for 
shipments up to 200 miles. 

The schedule applies from all points on roads operated by 
the Southern to all mill points in the state, except Mobile, 
where special low rates recently approved already are in effect. 

The rate under which a bale will be transported 200 miles 
for $2 is for compressed cotton and does not include absorption 
of compression charges. 

The rate will be in effect to July 1, 1932. 


TRUCKING OF COTTON 


A committee representing cotton mills in Georgia and Ala- 
bama will meet in Atlanta soon to take action on the estab- 
lishment of motor truck lines in the event a projected increase 
in railroad rates is granted, it is stated. C. E. Jones, Birming- 
ham, committee chairman, says cooperative ownership and 
operation of truck lines and also establishment of independent 
lines will be considered. 

The Interstate Commerce Commission has granted, effective 
September 9, a rate increase on factory products moving from 
Georgia to eastern and midwest markets, that, according to 
James A. Perry, chairman of the Georgia Public Service Com- 
mission, will be higher than rates on the same products from 
New England mills to the same markets and will practically 
eliminate Georgia and Alabama mills from competition. 

At the request of the Georgia Public Service Commission, 
the Interstate Commerce Commission has suspended application 
of the higher rate and will investigate further the reasonableness 
of the increase. 


GEORGIA MOTOR VEHICLE CERTIFICATES 
The Georgia Public Service Commission has granted two 
motor carrier operating certificates, The Inter-Carolina Motor 
Bus Company gets permission to operate from Savannah, Ga., 
to the Georgia-South Carolina line and the Harrison Transfer 
Company, Augusta, Ga., gets a permit to operate trucks over an 
unfixed route. 


LOUISIANA COTTON RATES 

Agreement under which rates on cotton moving to port 
either at Lake Charles (La.) or New Orleans will be equalized 
was reached by opposing counsel in the hearing conducted by 
the Louisiana Public Service Commission to review the objec- 
tions raised by port authorities of Lake Charles against lower 
rail charges to the other port despite disparity in distances. 
Injunction proceedings to prevent the carrying into effect of 
lower charges to New Orleans had been successfully resorted to, 

Interests representing Lake Charles had asserted a claim 
to lower rates on cotton because of shorter rail distances, but 
it was pointed out by Chairman Williams that, with the com- 
mission fighting for port equalization in the Galveston rate case, 
this principle had to be carried out in Louisiana for consistency. 

The adjustment was reached by conference with carrier 
representatives by W. M. Barrow, attorney, and C. D. Arnold, 
Lake Charles traffic manager. The complaint of the Louisiana 
Cotton Cooperative Association was adjusted by rates submitted 
by the Missouri Pacific, lower charges having been asked. 


COOLING PASSENGER CARS 


A new system of air conditioning and cooling for railway 
passenger trains, employing steam from the engine as the 
refrigerating energy and water as the sole refrigerating medium, 
thereby eliminating gaseous refrigerants, is announced. The 
new cooling system is being demonstrated in an ordinary 
passenger coach, enclosed in a building in which a temperature 
of 106 degrees and high relative humidity has been created. A 
large number of railroad officials have attended demonstrations. 
Within the car the temperature is maintained at 77 degrees, 
with corresponding moderation in the relative humidity, it is 
stated. The test is purposely conducted under extraordinary 
conditions. In practice, according to those in charge, it will 
seldom be necessary to lower temperature more than 15 degrees. 
The physical law that a liquid will boil, absorbing heat, at 





PAGE 620 


comparative low temperatures, when the atmospheric pressure 
is reduced, as in high altitudes, is the basis of the development. 
A tank partly filled with water is concealed at one end of the 
car. Steam drawn from the engine is forced under pressure 
past an opening in the upper part of the tank, thereby creating 
a vacuum within, and causing the water in the lower half of the 
tank to boil at about 50 degrees. In boiling, the vapor takes up 
heat, which is drawn out of the tank by the suction of the steam, 
and results in lowering the temperature of the remaining water 
still further to about 40 degrees. 

This cold water is then circulated through coils concealed 
in the roof of the car. Air is drawn over these cooling coils, 
where it is cooled and dehumidified, and thence circulated 
throughout the car by ducts. From the cooling coils, where it 
acquired heat in cooling the air, the water is returned to the 
tank. The portion of the water that had been vaporized passes 








Interior of demonstration car, showing electric light bulbs at each 

seat and controlled evaporating pans at the sides, to give the effect 

of a car of passengers. The average person gives off the same 

amount of heat as a 100 watt bulb. The air ducts are at the top 
on both sides of the car. 


through condensing coils and is likewise returned to the tank. 
The whole cycle is repeated, the system being almost completely 
automatic. 

The fact that steam is used to refrigerate the water, elim- 
inates the necessity for providing considerable extra electric 
power for operation of a refrigerating machine, as has been 
required by previous systems. Other advantages include lighter 
weight and small space requirements, as well as low mainte- 
nance cost. The use of the existing source of electric current 
on a train for operation of fans and pumps eliminates the diffi- 
cult problem of finding a large additional and continuous source 
of power. Engineers believe the new development foreshadows 
general application of air conditioning and cooling on American 
railroads, according to sponsors of this development. 

A set of heating coils is also a part of the new system, per- 
mitting its use in the winter months to supplement present heat- 
ing facilities and provide the additional elements of humidifica- 
tion and ventilation. 


CHARGE OF REBATING 


The Norfolk & Western Railway Company is scheduled to 
go on trial in the criminal division of the U. S. District Court, 
Atlanta, Ga., soon, on charges of rebating in violation of the 
Elkins act. 
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A twenty-count indictment alleges rebating to the extent of 
21%4 cents a hundred pounds on shipments of newsprint from 
Norfolk, Va to Atlanta. The shipments were made by the In- 
ternational Paper Sales Company, Inc. It is alleged that the 
carrier collected 3144 cents a hundred pounds for wharfage and 
handling, leaving a rebate or concession of 2% cents. 

The published tariff fixed a charge for handling and wharf- 
age of 6 cents a hundred pounds for all roads at Lambert’s 
Point terminal, Norfolk, where the shipments originated. The 
Elkins act provides that prosecution may be had at the point of 
origin, or delivery, or in any district through which the ship- 
ments passed. 

The newsprint in question was routed via Bristol, Va., then 
over the Southern and Central of Georgia to Atlanta. The latter 
roads, however, are not involved. 

The indictment was returned after an investigation by the 
Commission. Subpcenas have been served on B. J. Bader, chief 
clerk to the superintendent of the Norfolk Tidewater Terminals; 
T. L. Russell, Central of Georgia freight agent, Atlanta; H. E. 
Boyd, traffic manager, Wilmington, N. C., Traffic Association; 
E. W. Bishop, chief clerk to the forwarding agent, Norfolk & 
Western Railway, Norfolk, and C. L. Chapman, freight agent, 
Central of Georgia Railway, Savannah. 


EXPERIMENTAL REFRIGERATOR CAR 














A number of “experimental” refrigerator cars covered with 
aluminum paint have recently been purchased by Swift and 
Company. According to their builders, aluminum paint, being 
highly refractive to light, will considerably reduce icing expense 
in connection with perishable shipments. It is stated that in 
experiments with the first cars so painted it was found that 
solid lettering of the advertising sign caused a considerable 
rise in interior temperature. Since then outline letters have 
been used. 


FALSE CLAIMS CASE FINES 


The Commission has been advised that on September 14, 
in the court in the eastern district of New York at Brooklyn, 
Golden Pickle Works, Inc., and Harry Golden each pleaded 
guilty to one count of a joint indictment in five counts under 
section 10 (3) of the interstate commerce act, Judge Sheppard 
imposed a fine of $2,500 against Harry Golden and suspended 
sentence as to the corporation, dismissing the remaining four 
counts as to both defendants. 

Golden Pickle Works, Inc., pleaded guilty to seven counts 
of an indictment in sixteen counts under section 1 of the Elkins 
act and the court imposed a fine of $7,000, dismissing the re- 
maining nine counts. 

Both cases alleged the filing of false claims by defendants 
with several railroad. The Bureau of Inquiry of the Commis- 
sion conducted the field investigation and Dwight H. Williams, 
attorney of the Bureau of Inquiry, assisted Assistant United 
States Attorney Donald C. Strachan in handling the cases. 





RAIL EMPLOYMENT STATISTICS 


Class I railroads reported a total of 1,309,794 employes as 
of the middle of July, a decrease of 14.49 per cent in comparison 
with the same period in 1930 and of 24.94 per cent in comparison 
with the corresponding period in 1929, according to the Bureau 
of Statistics of the Commission. The largest decrease was in 
the number of maintenance of way and structures’ employes, 
the percentage of reduction in 1931 having been 20.88, while 
in the middle of July, 1929, the percentage of reduction in that 
class was 34.97 per cent. 
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Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1931, by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS 

(Supreme Court of Pennsylvania.) In action against de- 
livering truck carrier for loss from stolen goods, evidence re- 
garding truck carriers’ custom, not pleaded, and insufficiently 
sustained by evidence, of using one another’s trucks held prop- 
erly excluded. 

The stolen goods were delivered to a carrier in New York 
City, which turned the goods over to defendant carrier for 
transportation to Philadelphia, from which carrier the goods 
were stolen in transit, and the defense was that the goods were 
not turned over to defendant carrier, but the initial carrier 
leased the truck from which the goods were stolen from defend- 
ant, defendant also providing the driver, and a written contract 
was offered in evidence whereby defendant carrier agreed to 
haul the goods from New York to Philadelphia for $40 per load. 
Defendants asked a witness to testify as to the custom and 
arrangement between the various companies such as defendant 
carrier and the initial carrier for transporting merchandise to 
and from Philadelphia and New York, with respect to the situa- 
tion where they have a shipment when all of their trucks are 
in use and they want another truck.—Makransky vs. Weston, 
155 Atl. Rep. 741. 

Custom, to be considered in construing contract, must be 
shown to have been known to both parties thereto or so general 
that parties presumably contracted with reference thereto.—Ibid. 

Insurer paying truck shipper loss from stolen goods and 
assigned shipper’s action could recover against delivering truck 
carrier, notwithstanding insurer also insured initial truck car- 
rier. 

Shipper’s policy insured against loss caused by theft of an 
entire shipping package and pilferage while merchandise was 
in custody of any common carrier, and the initial truck carrier 
was insured by the same insurer against liability from loss of 
goods while in its custody or possession. The evidence showed 
that the payment to the shipper was made on the policy of the 
shipper, and not on the policy of the initial truck carrier, nor 
on the initial truck carrier’s behalf.—Ibid. 

Insurer paying loss is subrogated to insured’s rights against 
third person,—Ibid. 

Evidence justified binding instruction for shipper suing truck 
carrier for loss from stolen goods.—Ibid. 


CARRIAGE OF LIVE STOCK 


(Court of Civil Appeals of Texas, Austin.) Carrier mis- 
routing shipment contrary to shipper’s instruction is guilty of 
misfeasance and liable for loss occurring by reason thereof.— 
St. Louis, B. & M. Ry. Co. vs. Murray, 40 S. W. Rep. (2d) 949. 

In case tried on special issues, failure to request submission 
of issue constituted waiver thereof.—lIbid. 

Allegations of shipper of live stock against carrier held not 
to constitute specific allegations of negligence, hence shipper 
was not precluded from recovering for negligence not alleged. 

The shipper alleged in effect that he delivered live stock 
to the initial carrier in good condition at B, on September 2, 
1925; that they reached B. C, on September 3, where they were 
unloaded and held until September 4; that they were then for- 
warded on to W., their original destination, but before arrival 
were diverted at request of shipper to E. L., where they arrived 
in an injured condition on the afternoon of September 5.—Ibid. 

Shipper established prima facie case of negligence against 
carrier by showing good condition of live stock on delivery to 
initial carrier, and injured condition on redelivery at destination. 

This was so, no caretaker having accompanied the shipment, 
and injuries not being due solely to inherent vices of animals 
shipped.—lIbid. 

In absence of negligence, carrier is not liable for condition 
of live stock resulting from their own natural propensities, or 
which naturally results from shipment.—Ibid. 

Carrier, not having rebutted prima facie case of negligence, 
could not escape liability on ground that part of injuries resulted 
from inherent vices of animals shipped.—lIbid. 

Where negligence of carrier concurs with natural propensi- 
ties of live stock to cause injuries carrier, is liable for all in- 
juries, in absence of negligence of shipper.—lIbid. 

Carrier is not liable for injuries resulting from 
nature or propensities of animals shipped.—Ibid. 
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Burden was on carrier to establish that injuries to live 
stock occurring in transit occurred without carrier’s fault.—Ibid, 


oe 





Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1931, by West Publishing Co.) 
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(Supreme Court, Appellate Division, Third Department.) 
Bus company seeking permission to run bus line had burden to 
establish right to certificate of public convenience and necessity. 
—Public Service Interstate Transportation Co. vs. P. S. Com- 
mission, 251 N. Y. S. 350. 

Certificate of convenience and necessity for operation of 
bus line when once granted without time limit can be taken 
away only by judgment of court.—Ibid. 

State Public Service Commission had no jurisdiction over 
interstate bus service,—Ibid. 

Two certificates will not be issued to operate bus lines on 
same territory when outstanding certificates permit service 
—— could and should supply needs of contiguous territory.— 

Evidence held insufficient to establish claim of bus line 
to certificate of convenience and necessity for operation of bus 
along route covered by another bus company.—Ibid. 





(Supreme Court of Ohio.) Commission’s order granting 
extension of motor carriers’ certificates safeguarding existing 
essential service and establishing new service required by public 
convenience and necessity and obviating curtailment of com- 
peting carrier’s traffic by restrictions, held within commission’s 
powers.—Buckeye Stages vs. Public Utilities Commission, 177 
N. E. Rep. 209. 





(Supreme Court of Idaho.) Evidence held to support find- 
ing of Public Utilities Commission that operation of busses and 
trucks larger than limited by order, on narrow mountain road, 
was dangerous. 

Public Utilities Commission found that operation of any bus 
or truck exceeding 25 feet in length and 7% feet in width over 
a certain mountain road with frequent sharp turns and bends, 
and narrow, between designated towns, was dangerous and un- 
safe to employes, traveling public, and those making ordinary 
use of highway.—In re Public Utilities Commission’s Investiga- 
tion, 1 Pac. Rep (2d) 627. 

That change required in size of busses and trucks was in- 
convenient and expensive for carriers does not necessarily show 
Public Utilities Commission acted arbitrarily.—Ibid, 


Judgment of Public Utilities Commission in regulating equip- 
ment of motor vehicle carriers, if sustained by reasonable show- 
ing, is not subject to review (Laws 1929, c. 267, sec. 4).—Ibid. 

On appeal from Public Utilities Commission, jurisdiction of 
Supreme Court is limited to determining whether commission 
pursued statutory authority and whether order complained of 
infringes constitutional rights (Laws 1921, c. 72, sec. 3; Laws 
1929, c. 267, sec. 4).—Ibid. 


Police power, in matter of right to use public roads, is 
restricted to regulatory supervision.—Ibid. 

Power of Public Utilities Commission in supervising busi- 
ness of common carrier over public roads is plenary and may 
extend to exclusion (Laws 1929, c. 267),.—Ibid. 


Order of Public Utilities Commission limiting size of busses 
and trucks going over mountain road held not invalid as beyond 
its legal province and as usurping police function (Laws 1927, 
c. 260, secs. 34, 35; Laws 1929, c. 267, sec. 4). 

Laws 1927, c. 260, secs. 34, 35, relating to motor vehicles 
in general, prescribes maximum size and weight of vehicles and 
provides that local authorities shall have no power or authority 
to alter said limitations except as express authority may be 
granted by act. Laws 1929, c. 267, sec. 4, confers upon Public 
Utilities Commission general power to prescribe such rules and 
regulations for auto transportation companies as may be neces- 
sary to provide for adequate service and safety of operation.— 
Ibid. 

Public Utilities Commission in prescribing rules and regu- 
lations for auto transportation companies may adopt standard 
as to size of equipment (Laws 1929, c. 267, sec. 4).—Ibid. 

Order of Public Service Commission pertaining to regula- 
tions of auto transportation companies held general when ap- 
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plied to all permit holders, though only small portion of highway 
is affected (Laws 1929, c. 267, sec. 4).—Ibid. 

Public Utilities Commission has no jurisdiction over private 
carriers (Laws 1929, c. 267).—Ibid. 

Act creating and defining powers of Public Utilities Com- 
mission in matter of regulating auto transportation companies 
held not unconstitutional or discriminatory (Laws 1929, c. 267). 
—Ibid. 





(District Court of Appeal, First District, Division 2, Cali- 
fornia.) In absence of ambiguity, language of contract between 
warehouseman and carrier regarding demurrage governs its 
interpretation (Civ. Code, secs. 1638, 1639)—Southern Pacific 
Co. vs. Grangers’ Business Association, 1 Pac. Rep. (2d) 477. 

Contract between warehouseman and carrier held to require 
warehouseman to comply with rules regarding cars handled for 
its account, and prompt payment of all charges irrespective of 
whom they were to accrue against. 

The agreement stated in substance that warehouseman 
agreed that, with respect to all cars handled for its account, 
Warehouseman would fully observe and comply with rules and 
would make prompt payment of all demurrage charges accruing 
thereunder.—Ibid, 

Agent signing his own name when he intends to bind prin- 
cipal becomes liable on contract.—Ibid. 

Warehouseman held liable for demurrage as principal and 
not as agent for consignees and conisgnors, where contract pur- 
ported to be with warehouseman as principal.—Ibid. 

Where terminal tariff provided that carrier assumed duty 
of loading and unloading, but delay was due to warehouseman 
having exclusive control of matters causing delay, warehouse- 
man held liable for demurrage (Civ. Code, secs. 3517, 3528). 

Although terminal tariffs provided that carrier assumed 
duty to exclusion of everyone else of loading and unloading all 
grain at warehouse, and reserved to itself the exclusive privi- 
lege of charging therefor, carrier had contracted with third party 
to do unloading, and such third party in turn had employed 
warehouseman to do the work.—Ibid. 

In action for demurrage, evidence showed warehouseman 
received notice of arrival of cars as required by tariffs.—Ibid. 

In action for demurrage, evidence held not to show that 
demurrage commenced before expiration of free time.—Ibid. 


A DEFENSE OF THE RAILROADS 


Editor The Traffic World: 

I have read with considerable interest Henry J. Dixon’s 
letter in your issue of August 15 on the subject of the 15 per 
cent increase in freight rates. It seems to me that some of 
the points raised by him need a little clarifying and others, 
evidently, he is not altogether acquainted with. 


Mr. Dixon asks why should shippers be called on to sac- 
Tifice, etc., etc. I fail to see where any shipper, manufacturer, 
jobber, or merchant will sacrifice anything, as the only increase 
would be on the raw materials to the factory and shipping 
charges to the ultimate consumer; otherwise there will be no 
extra cost of production. On large industrial shipments, the 
customer will eventually pay the increase, which, in the case 
of a factory, might be reflected in dividends to the stockholders, 
and, spread over many of these, the per capita would be small. 
In the case of a municipality ordering large shipments, the 
taxpayers would have to pay, and, again, there being so many 
of these, the increase would be infinitesimal per individual. 


So far as foodstuffs or clothing is concerned, just what 
would 15 per cent mean on a single suit of clothes or a pound 
of butter or coffee? 


He further states that “unfortunately they (the shippers) 
do not have recourse to governmental aid.” It seems to me 
that the shippers are in constant receipt of government aid, 
first, by the roads that are built and maintained for the truck 
companies’ benefit, and which many shippers make frequent 
use of, and again by the fact that the government does not 
step in and dictate their selling prices; this, to me, seems 
to be the greatest aid to any business possible—-the non-inter- 
ference of the government. The shippers are, ‘in reality, for- 
tunate instead of unfortunate. When the raikroads want to 
increase their selling price for transportation, then the shippers 
can run to the government for protection. I agree with Mr. 
Dixon that it certainly is a one-sided proposition. 

Next, he touches strongly on salaries, and it is a question 
worth discussing. When a board of directors decides it wants 
a man for president to manage the corporation, what does it 
do? It buys brains. How is the price of brains to be judged? 
By what the man who possesses those brains can produce for 
his corporation. Brains today have a high market value. To 
verify this statement, investigate the salaries paid to the ex- 
ecutives of the largest corporations in America. In the final 
analysis, what do the salaries really amount to? About a 
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fraction of a per cent of the net return he produces through 
the activity of his brains. And, depending on his brains, are 
millions and sometimes billions of dollars’ worth of property. 
A false step, a faulty piece of judgment costing perhaps mil- 
lions of dollars, calls for no excuses. The president must know 
and be right every time. 

How does he do it? By using his brains to buy other 
specialized brains. The days of sinecures is past. No longer 
can a man in the railroad business draw a large salary because 
of some marriage relationship or blood tie. The railroad presi- 
dent selects a traffic man as his vice-president. This man must 
know all the intricate details of the complicated freight struc- 
ture, how to make rates that will meet competition and yet 
bring a profit. The operating vice-president must, figuratively 
speaking, manufacture the transportation the traffic vice- 
president requires. Other important vice-presidents must handle 
their related departments in the same economical manner, the 
most efficient methods must be used. These men are all highly 
specialized in the respective work, which makes the whole, and 
the president, with his all-seeing eye, supervises the whole. In 
the case of railroads particularly, the whole transportation 
systems that have built the United States into what it is today, 
have been dependent on the executive heads that have built 
and run the railroads. It is impossible to measure the value of 
brains by dollars. Mr. Schwab pays his president a nominal 
salary and then allows the brains to earn an unlimited amount, 
and who will deny that Mr. Schwab is a highly successful busi- 
ness man? Carnegie, Gary and Henry Ford all have built suc- 
cessful institutions, and all have paid salaries that appear 
colossal. I wonder if Mr. Dixon has ever figured a man’s worth 
from this angle. 

Mr. Dixon would do well to take one of those trips he 
mentions with a railroad president in a private car, and he 
would be astounded to see the continuous stream of telegrams 
and mail arriving, the busy secretaries—in fact, the private 
car is nothing but a traveling workshop and the railroad execu- 
tive who, by virtue of his position, has to travel extensively, 
does as much business from his car as from his office. 

The relativity between “cobwebs and a president’s desk” 
and “real work” is such that I shall have to refer that to Pro- 
fessor Einstein. 

Undoubtedly many railroad presidents who play golf do so, 
not for the sport of the game as much as the relaxation from 
the nerve-racking work they perform, and probably a round of 
golf is better for their health than bottles of patent medicines. 
Exercise is a necessity to all of us, and the man at the desk 
needs more than the manual worker. 

Finally, Mr. Dixon asks: “What has become of the old fight- 
ing spirit of our forefathers, etc?” The answer is simple. 
Our forefathers stood together for a common cause, with full 
appreciation of what the other fellow was doing. Today we 
take a man who is accomplishing something and allow our 
petty jealousies to cause us to throw mud at those who are in 
reality our benefactors. The sooner we realize just who our 
real friends are the better off the country will be. 

Tuscon, Arizona, Sept. 12, 1931 Cecil W. Richardson. 


PORT OF NEW ORLEANS FIGURES 


The relationship of inland waterways to the business of the 
Port of New Orleans is shown by figures released by the dock 
board. In August, 1931, despite unusually low water in the 
Mississippi River and its tributaries, 320 inalnd watercraft 
of over 25 tons arrived in port. These vessels had a total ton- 
nage of 123,435 tons. This was an increase of 91 vessels and 
39,733 tons over August, 1930. 

The industrial canal was again the center of great activity. 
In August, 1,245 vessels with a total tonnage of 416,393 tons 
used the canal. This represented an increase of 394 vessels 
and 95,510 tons, over the same month of the previous year. 

Importations of bananas increased 5,529 bunches over Au- 
gust, 1930. In August, 1931, the board’s conveyors handled 
1,344,739 bunches. Other commodities moving over the port’s 
Wharves also showed substantial increases. Vegetable food 
products imported increased 32,251 tons, while other vegetable 
products imported increased 5,878 tons. Machinery and vehicles 
imported increased 238 tons and miscellaneous imports increased 
293 tons. 

Sea-going vessels arriving in port in August, 1931, num- 
bered 203. There were 202 departures, 

The sea-going vessels that arrived had a total tonnage of 
808,505 tons. Vessels using the public wharves had a total ton- 
nage of 668,654 tons. Cargo paying tollage amounted to 263,211 
tons. 

Of the 203 sea-going vessels arriving in August, 105, 
almost 52 per cent, representing more than 54 per cent of the 
total gross tonnage, flew the American flag. Honduras was 
second in number of ships and third in tonnage. Great Britain 
Was second in tonnage and Norway third in number of ships. 
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Ocean Shipping News 
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OCEAN SHIPPING DEVELOPMENTS 
The Traffic World New York Bureau 


The week in the full cargo trades ended with a much im- 
proved tone and, though no marked advance has been made 
in rates, freight brokers predict that the next week or so should 
show at least a mild upward swing. The grain trade in par- 
ticular has improved, with shipments moving in better volume 
from the St. Lawrence, and inquiry better. 

Two fixtures for the carriage of wheat to Brazil are defi- 
nitely reported. One was from Philadelphia to Rio de Janeiro 
on the basis of 11s 6d and the other for Range loading, last 
half September, at 11s 9d and 1s extra for Gulf loading. The 
last Montreal fixture reported was slightly higher than the high 
for the previous week, 744 cents Antwerp-Rotterdam. 

Low rates prevail in the coal trade. A fixture from Hamp- 
ton Roads to west Italy was made on the basis of $1.85 for 
September loading and another for Rio de Janeiro was done 
at $2.35, also for September. Definite inquiry exists for two 
coal carriers to South America for the first half of November. 

A single transatlantic sugar fixture was reported, on the 
basis of 12s from Cuba to United Kingdom-Continent, or 12s 3d 
to Marseilles for early October. Further inquiry is scarce. In 
the lumber market no inquiry is in evidence at present for the 
Gulf-Plate, but it is indicated that buynig may be resumed 
shortly. 

The tone of the time charter market is improved. Several 
fixtures have been reported in the last few days in the West 
Indies division and the low rates offering are proving attractive 
to some operators. In the tankers’ market inquiry is somewhat 
better, although only a few fixtures have been made recently. 


Intercoastal Agreement 


Chester B. Kellogg, vice-president and traffic manager of 
the Munson Steamship Lines, and chairman of the special com- 
mittee of five appointed by operators of the intercoastal lines 
to work out a solution of the difficulties confronting this trade, 
has announced that, at a meeting of intercoastal representatives, 
a unanimous agreement to restrict forward quotations and agree- 
ments to ninety days has been reached. This ninety-day period 
is to be advanced from day to day. A report of the agreement 
has been submitted to the Shipping Board. 


This agreement is the first definite step toward stablization 
of rates in the intercoastal trade, which has been demoralized 
since the dissolution of the United States Intercoastal Con- 
ference. 

In the course of discussion in the special committee, it has 
been brought out that the industrial carriers, while not willing 
to become actual signatories of any conference agreement, will 
abide by any agreement that may be reached. It is believed, 
however, that nothing short of actual membership on the part 
of these lines will satisfy the group favoring government control. 

The fact that Sir Frederick Lewis, head of the Furness, 
Withy shipping interests, sat in at some of the meetings of the 
Far East Conference while he was in this country has encour- 
aged members of the conference to hope that peace may soon 
be restored in this trade. Though there has been no evidence 
of a change in the attitude of Sir John Ellerman in regard to 
the Silver Line competition in the Indian trade, it is expected 
that Sir Frederick will confer with Sir John on his arrival in 
England and point out the importance of restoring stability in 
the trade before the time arrives for renewal of contracts for 
the coming year. Sir John’s attitude is said to be that the 
entrance of the Silver Line into the Indian trade is unwar- 
ranted and that his interests will not be a member of any 
conference of which the Silver Line is a member. 


Since the split in the conference ranks, which has left seven 
lines in the group and six operating outside of it, rates have 
fallen to low levels, with the result that shippers and consignees 
have been unable to arrange forward commitments because of 
the uncertainty of rates. 


American-Brazil Service 


Protests over the discontinuance of the American Brazil 
Line by the Shipping Board have included one by a New York 
shipping man who stated that the board’s vaguely explainea 
decision has resulted in the diversion of a contract for the ship- 
ment of 400,000 cases of petroleum products from Philadelphia 
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to north Brazil to one of the foreign lines now serving the 
north Brazil ports. 

Allocation to the American Republics Line of the territory 
formerly served by the three ships of the American Brazil Line, 
it is said, was merely a gesture, inasmuch as the first named 
line cannot divert any of the vessels in its south Brazil and 
River Plate service to make calls at the north Brazil: ports 
without playing into the hands of its competitors. At the time 
the line was discontinued it was pointed out that it was making 
a better showing than many of the other Shipping Board serv- 
ices and that, with only 25 per cent of the tonnage in the north 
Brazil service, it was handling 38 per cent of the traffic moving 
through its range of ports, which included New York, Phila- 
delphia, Savannah and Jacksonville. 

The Nelson Steamship Company announces that, effective 
October 1, on account of the increasing volume of cargo moving 
through the port of Hampton Roads, the eastern executive 
offices of the line will be moved from New York to more com- 
modious quarters in Norfolk. Major F. W. S. Locke, vice-presi- 
dent and resident director of the line, will make his headquarters 
at the Norfolk office, The New York office will be continued 
under the direction of George C. Stern, district freight agent. 
The company also announces the appointment of J. E. Maines 
as assistant freight traffic manager, with headquarters at Nor- 
folk. George J. Harig, district freight agent, is in charge of the 
company’s Pittsburgh office, and E. L. Mayo is district freight 
agent in the Baltimore district. 

The Newbalt Steamship Corporation has started operation 
of a freight service between Baltimore and New York. The 
Chesapeake and Delaware Canal and the Delaware River and 
Bay will be used for a portion of the route to avoid the long 
outside ocean travel. 

The American Importer, first of the two new ships of the 
American Merchant Lines, formerly the army transports Somme 
and Cambrai, is scheduled to sail October 21 for Plymouth, 
Cherbourg and Hamburg. The second vessel, the American 
Exporter, will sail for the same ports December 2. 

A fortnightly steamship service from New York and Boston 
to Halifax, St. Pierre and St. John’s, N. F., is now being oper- 
ated by the Farquhar Steamship Line, with the steamer Far- 
north, carrying passengers, express, mail and package freight. 

Plans for the establishment of a coastwise steamship serv- 
ice between San Francisco, Portland, Coos Bay and Humboldt 
Bay with three vessels operating in a weekly schedule have 
been announced by the McCormick Steamship Company. It 
expects to handle a considerable volume of general cargo north- 
bound and will carry lumber and other commodities southbound. 

Opening of a new joint passenger and freight office at San 
Diego has been announced by the International Mercantile 
Marine Company. 


WATER CARRIER AGREEMENTS 


The following agreements filed in compliance with section 15 
of the shipping act of 1916 have been approved by the Shipping 
Board: 


Colombian Steamship Co., Inc.—United Fruit Co.: Under the terms 
of the approved agreement the Colombian Line vessels have been 
sailing from New York to Colombia on Saturday of each week. The 
modification submitted provides for sailing of Colombian vessels Thurs- 
day of each week up to and including September 24, and on Wednes- 
day of each week thereafter. Paragraph 4 of the agreement as 
approved, it will be noted, provides for a change in the basis of appor- 
tionment of general cargo from New York to Cartagena and Puerto 
Colombia as between the two lines upon improvement of the service 
of the Colombian Line by the employment of three 16-knot combina- 
tion passenger and freight steamers in the trade. The agreement 
here submitted changes the requirement of three 16-knot vessels to 
two 16-knot vessels and one 14-knot vessel. 

Dimon Steamship Corporation with American South African Line, 
Inc.: Covers through shipments of canned goods, dried fruit and 
raisins from United States Pacific Coast loading ports of Dimon to 
designated South African direct ports of call of American South Afri- 
can Line at through rates set forth in the agreement. The through 
rates are to be apportioned 40 per cent to American South African 
Line and 60 per cent to Dimon, the latter to absorb entire cost of 
transferring shipments at New York. 

Calmar Steamship Corporation with Christenson-Hammond Line: 
Arrangement for through movement of shipments from Baltimore and 
Philadelphia to Aberdeen and Hoquiam, Washington, via San Fran- 
cisco. Through rates are to be based on local rates of Calmar to San 
Francisco plus applicable Christenson-Hammond Lines rates set forth 
in rate sheet attached to and forming part of the agreement, from 
San Francisco to destination. Transshipment cost is to be absorbed 
in equal proportion by the lines when shipments aggregate less than 
50 tons, while Christenson-Hammond Line vessels are to call at Cal- 
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mar pier for shipments of 50 tons or over. Inward toll charges at 
San Francisco are to be borne by Calmar and outward tolls by 
Christenson-Hammond. 

Panama Pacific Line with Hamburg American Line: Provides for 
through transportation of passengers from San Francisco or Los 
Angeles to Hamburg, interchange to be effected at New York. Through 
fares are to be combination of full local fares of Hamburg American 
Line from New York to Hamburg plus fares of Panama Pacific Line 
from Pacific Coast to New York less $25. 

Gulf Pacific Redwood Line with Nippon Yusen Kaisha: Covers 
through shipments from United States Gulf ports of call of Gulf 
Pacific Redwood to Oriental ports served by Nippon Yusen Kaisha, 
with transshipment at Los Angeles Harbor, San Francisco, Portland, 
Tacoma or Seattle. Through rates, which are to be same as direct 
line tariff rates, are to be apportioned equally between the carriers, 
subject to minimum of $4.50 per ton to Gulf Pacific Redwood; each 
earrier to absorb one-half the cost of transshipment. 

American-Hawaiian Steamship Company with Transatlantic Steam- 
ship Company, Ltd.: Provides for through shipments from United 
States Atlantic Coast ports to ports of call of Transatlantic Steamship 
Company in Australia and New Zealand. Through rates are to be 
based on direct line rates and apportioned equally between the lines, 
subject to minimum proportion to each of $7 per ton, weight or meas- 
urement. Cost of transshipment at Los Angeles Harbor or San Fran- 
cisco is to be borne in @qual proportion by the lines. 

Quaker Line with Silver Line, Ltd.: Through billing arrangement 
covering shipments from United States Pacific Coast loading ports of 
Quaker Line to Egyptian, Indian and Persian Gulf ports served by 
Silver Line. Through rates are to be same as direct line tariff rates 
and on shipments to main ports served by Silver Line are to be appor- 
tioned equally, subject to minimum of $4.50 per ton to each carrier. 
On shipments to ports other than main ports Silver Line is to receive 
the excess of the through rate over the rate to main ports. Cost of 
——— at New York is to be absorbed in equal proportion by 
the lines. 

Oceanic & Oriental Navigation Co. with Luckenbach Gulf Steam- 
ship Co., Inc.: Arrangement for through movement of hardwood lum- 
ber from Philippine Islands to Gulf ports served by Luckenbach Gulf, 
with transshipment at San Francisco or Los Angeles at the option 
of the trans-Pacifie carrier. Through rate of $17.50 per 1,000 board 
feet is to be apportioned equally between the lines. Cost of trans- 
shipment is to be for account of consignee who is to take ship’s tackle 
delivery from the trans-Pacific steamer and make delivery to the 
intercoastal carrier. Consignee is to be allowed one drayage charge 
at actual cost not to exceed $2 per 1,000 feet, which is to be absorbed 
in equal proportion by the lines. 

Oceanic & Oriental Navigation Co. with Luckenbach Steamship 
Co., Inc.: This agreement, which provides for through shipments of 
hardwood lumber from Philippine Islands to North Atlantic ports 
served by Luckenbach, is identical in terms, except as to ports of 
destination and participating intercoastal carrier, with the preceding 
agreement between the Oceanic & Oriental Navigation Company and 
Luckenbach Gulf Steamship Company, Inc. 

American-Hawaiian Steamship Co. with Panama Mail Steamship 
Co.: Provides for through movement of shipments from Central Amer- 
ican and Cuban loading ports of Panama Mail to Portland, Astoria, 
Seattle and Tacoma, with transshipment at San Francisco. Through 
rates are to be combination of local rates of the lines, each of which 
is to assume 50 per cent of cost of transferring shipments from pier 
to pier at San Francisco. Inward state toll is to be absorbed by 
Panama Mail and outward state toll by American-Hawaiian. 

Quaker Line with Silver Line, Ltd.: Arrangement for through 
movement of shipments from Atlantic Coast ports to ports in the Far 
East and Ceylon served by Silver Line vessels, with transshipment 
at Los Angeles harbor or San Francisco. Through rates are to be 
the same as direct line tariff rates. On traffic to main ports served 
direct by Silver Line through rates are to be apportioned equally 
between the carriers subject to minimum of $4.50 per ton to each, 
while on shipments to outports, differential or arbitrary ports Silver 
Line is to receive the excess of the through rates over the rates to 
main ports. Cost of transshipment is to be absorbed in equal propor- 
tion by the lines. 

American-Hawaiian Steamship Company with Christenson-Ham- 
mond Line: Through billing arrangement covering shipments from 
Atlantic Coast loading ports of American-Hawaiian to Grays Harbor. 
Through rates are to be combination of local rates of the two lines 
plus cost of transferring shipments at San Francisco. State tolls at 
port of transshipment are to be absorbed by American-Hawaiian. 

Panama Pacific Line with The Norwegian America Line: Provides 
for through transportation of passengers from San Francisco and Los 
Angeles to designated Norwegian ports, interchange to be effected 
at New York. The through fares under the agreement are to be com- 
bination of fares of the Panama Pacific Line from San Francisco or 
Los Angeles to New York less $25 plus fares of the Norwegian Amer- 
ica Line from New York to destination. 

Transatlantic Steamship Company, Ltd., with Luckenbach Gulf 
Steamship Company, Ine.: Through billing agreement covering ship- 
ments from Gulf ports to ports of call of the Transatlantic Steamship 
Company in New Zealand and Australia. Through rates are to be 
not lower than rates of direct New York/Australia lines, and will be 
divided equally between the carriers subject to specified minimum 
proportion to Transatlantic. Transfer charges at San Francisco and/or 
Los Angeles Harbor are to be divided equally between the carriers. 

Wilh. Wilhelmsen with Swedish America Mexico Line: An agree- 
ment for maintenance of a joint service from New Orleans, Galveston, 
Houston and Savannah to Dunkirk, Oslo, Gothenburg, Copenhagen 
and Gdynia/Danzig. At least two sailings a month are provided for, 
one to be during the first half of the month and the other in the 
second half. The sailings are to be divided equally between the lines 
and are to be arranged in such manner that each line will have the 
same number of first half-of-the-month sailings as second-half. Uni- 
form bills of lading and booking notes are to be used, and uniform 
rates as mutually agreed upon are to be charged. There is to be no 
apportionment of revenue or expenses as the vessels are to be oper- 
ated independently, each line earning the freights and paying the 
expenses for its own vessels. 

Quaker Line with Kerr Steamship Company, Inc.: Agreement 
covering through shipments from Atlantic ports of Quaker Line to 
ports in the Philippine Islands, Dutch East Indies, Straits Settlements 
and India, transshipped at Los Angeles harbor or San Francisco. 
Through rates are to be based on direct line rates, and, as to main 
ports served by Kerr, divided 50 per cent to Quaker and 50 per cent 
to Kerr. To outports, differential, or arbitrary ports Kerr is to re- 
receive the proportion above indicated plus all of the excess over 
rate to base port. Transshipment expense is to be paid and absorbed 
by the participating carriers equally. 
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New York & Porto Rico Steamship Company with Luckenbach 
Steamship Company, Inc.: An arrangement for the through transpor- 
tation of laundry chips from Pacific Coast ports to Puerto Rico, via 
New York. The through rate is to be based on the direct line rate, 
dividing 60 per cent to the intercoastal carrier and 40 per cent to the 
Puerto Rican line, transfer charges at New York to be divided on the 
same basis. Minimum bill of lading charge is specified, Luckenbach 
to absorb cost of transfer charges at New York out of its share 


of same. 
THAMES RIVER LINE CASE 


The Shipping Board, in formal investigation No. 68, in re 
Thames River Line, Inc., has found that steamship line to be a 
common carrier by water in interstate commerce within the 
meaning of section 1 of the shipping act, and as such is re- 
quired to comply with section 18 of that statute directing the 
filing of tariffs showing maximum rates. The order is to be 
complied with on or before twenty days from the date the 
respondent carrier received a copy of the order. 

This proceeding was initiated by the board upon its own 
motion by reason of the failure of the respondent to file its 
tariffs. The steamship line contended that the jurisdiction of 
the board did not attach because in its view its operations on 
Long Island Sound did not constitute transportation on the 
“high seas” within the meaning of the shipping act. The board 
pointed out cases warranting its conclusion that Long Island 
Sound was the “high seas.”” In addition the respondent pointed out 
that if it were to file tariffs for all its so-called local business the 
competition of trucking companies, which was very keen, would 
be not only serious, but might even be disastrous. The tariffs 
which the board was particularly desirous of having placed on 
file were those establishing rates between New York, N. Y., on 
the one hand, and New London, Bridgeport, South Norwalk and 
Norwich, Conn., on the other. The steamship company said 
it was well within the possibilities that if it published its rates 
on local business that a sufficient amount of tonnage would be 
lost either materially to curtail the business of the Thames River 
Line or to drive it out of business. 

Th Shipping Board said it could see no ground upon which 
the assertions of the Thames River Line about its local traffic 
could be justified. The board pointed out that the ten days’ 
notice about the changing of rate was not applicable to reduc- 
tions. Moreover, it said, the other carriers engaged in com- 
parable interstate transportation on Long Island Sound that 
voluntarily for the past decade or more had filed their tariffs 
of maximum rates, fares and charges had apparently experienced 
no such result as that feared by the respondent. 


STATUS OF U. S. LINES 

Expected disposition of the question about control of the 
United States Lines (see Traffic World, September 5, p. 527) 
on September 16 by the Shipping Board did not come about. 
Disagreement over various provisions of the contract had not 
rn according to announcement at the Shipping 
Board. 

A new development is the demand of Joseph E. Sheedy, 
former executive vice-president of the United States Lines and 
largest minority stockholder, that he be allowed to participate 
in further conferences regarding the proposed transfer to a 
new interest. That demand was made the day before the board 
was expected to take final action with respect to the United 
States Lines. The Sheedy demand was made after correspond- 
ence between Mr. Sheedy and Chairman O’Connor in which an 
effort was made to have the chairman make available to the 
minority stockholder details of memoranda, letters, and other 
documents in the present negotiation and in the previous deal- 
ings between Paul W. Chapman, present operator of the lines, 
and the board. The chairman suggested that Mr. Sheedy should 
direct his inquiry to Mr. Chapman. 


PORT OF STOCKTON 


Stockton, in the heart of interior California at the junction 
of the two great valleys of that state—the San Joaquin and 
Sacramento—is in process of becoming a port of call for deep 
draft vessels. The $6,000,000 ship channel, which will connect 
Stockton with the sea, is now 50 per cent complete with the 
finish of construction on the channel and the port facilities set 
for the early fall of 1932. 

For more than 80 years, or since the days of the gold rush 
of ’49, Stockton has been visited by vessels of shallow draft, 
but when the present project is completed there will be a mini- 
mum depth at mean lower, low water of 26 feet, which, investi- 
gations by U. S. army engineers have determined, will allow 
for 85 per cent of all Pacific shipping to proceed 90 miles from 
the Golden Gate into the center of an agricultural empire, ap- 
proximately 400 miles long by 100 miles wide. In this region, 
more than 60 per cent of all California agriculture is produced, 
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THE UTMOST IN SERVICE 
AT REDUCED COST 


THE CAMDEN MARINE TERMINALS offer steamship companies, shippers and distrib- 


utors unsurpassed facilities for the handling and forwarding of all classes of 


freight with the utmost dispatch, safety and economy. 


Five ocean-going cargo carriers can be berthed and worked simultaneously. The 


quay wharf provides for docking without tugs. Two shipside R. R. tracks traverse its 


entire length. Steel cargo masts seventy-five feet high permit the transfer of freight 


from ship to cars without delay. Two transit cargo sheds equipped with dry pipe 
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sprinkler system provide 74,000 


feet of excellent storage space. 


Modern cargo handling devices 
include three 25-ton locomotive 
Gantry Cranes. A special ship tele- 
phone is placed on all vessels with- 
out cost. 20 acres of open storage 
space constitutes one of the most 
desirable lumber distribution yards 


in the East. The Terminals are 


‘served by both the Reading and 


Pennsvlvania Railroads. 


Write for detailed 


information and tariffs 
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with much of its oil and other mineral wealth and a large por- 
tion of its manufactured products. 

In this area, together with the mountain counties to the 
east and a portion of western Nevada, Stockton now enjoys a 
general rate advantage over San Francisco Bay and southern 
California ports. This advantage, which is represented in dif- 
ferentials as high as 13 cents a hundred pounds from the heavy 
fruit shipping area of Fresno, is due to general geographic and 
topographic features of the two valleys. Stockton, at the junc- 
tion, is reached from either valley by rail or over the network 
of paved highways on a floor level grade with distances less 
than to any port of San Francisco Bay. 

In this particular area there is a population considerably 
in excess of 1,000,000, while in a radius of 200 miles from Stock- 
ton the population under 1930 figures is more than 2,500,000. 
The population centers around San Francisco Bay, within a 
75-mile radius. 

From the point of view of rail transportation, Stockton 
presents a picture containing three transcontinetal systems and, 
by a new piece of construction in northern California, the ad- 
vantages of a fourth. There are eight feeder lines. The trans- 
continental systems are the Southern Pacific, Santa Fe, and 
Western Pacific, 

There is now under construction jointly by the Great North- 
ern and the Western Pacific, 115 miles of line between Klamath 
Falls, the present southern terminus of the Great Northern, and 
Bieber, on the Western Pacific. This line will be in operation 
probably some months in advance of the completion of the 
Stockton deep water project. Stockton will then be the nearest 
California port to points on this system. 

The deep water ship channel is the largest project of its 
kind under construction in western America, entailing the ex- 
penditure of $6,000,000 and the removal of 21,000,000 cubic yards 
of soil. The major portion of the money will be spent on the 
14 miles of the east end of the project, although dredging is 
under way as far as Pittsburg, more than thirty miles west 
from Stockton. 

All of the dragline dredging of the tidal and spoil area 
levees has been completed and a goodly portion of the new main 
channel levees has been thrown up. Suction dredgers have 
practically completed dredging on the Stockton end of the proj- 
ect, which includes the construction of the turning basin, which 
is 1,200 feet by 800 feet. 

The channel will be 26 feet deep and have a bottom width 
of 100 feet and a surface width of 300 feet. There will be sev- 
eral passing basing with a bottom width of 200 feet, 3,500 feet 
long. The right-of-way is 750 feet wide, which will allow for 
future widening and deepening. The main channel curves will 
have a minimum radius of 5,000 feet. The U. S. Lighthouse 
Service is preparing to mark and light the entire length of 
the project. 

Within the next few months the city of Stockton, which, 
in addition to matching the federal government dollar for dollar 
on the channel dredging, is standing the entire cost of con- 
structing the terminal facilities, will start work on its belt 
line railroad. There will be the immediate building of five 
miles of line serving the terminal and the industrial areas. The 
plan calls for the ultimate construction of approximately 20 
miles of trackage connecting with all rail lines. 

Initial development of the terminal will result in 1,290 feet 
of slips and transit sheds and the necessary equipment to 
handle 1,000,000 tons of freight annually, which, it is estimated, 
will be available for the port by the time the project is com- 
pleted. Ultimate development calls for 14,000 feet of wharves, 

In the industrial area there are approximately 10,000 acres 
of land, a considerable portion of that being owned by the city 
of Stockton, and available for lease. 

The city of Stockton has employed as director of the port 
Col. B. C. Allin, who, for twelve years, was the director of the 
Port of Houston. 

Stockton is now in the process of forming a port district 
with a port commission to work with the director, so that 
California’s inland harbor, when ready to welcome deep water 
vessels, may escape many of the pitfalls that have embarrassed 
other cities fighting for a place in the shipping world. 


BALTIMORE MAIL LINE 

Beginning October 14, the Baltimore Mail Line will alter 
its sailing schedules out of Baltiomre, Norfolk, Havre and Ham- 
burg, it is announced by Gaillard F. Ravenel, vice-president of 
the Roosevelt Steamship Company, operating agents. LEast- 
bound, the sailing day will be moved forward one day—Wednes- 
day from Baltimore and Thursday from the Hampton Roads 
port instead of Thursday and Friday as heretofore. Westbound 
sailings from Hamburg will be at midnight every Friday and 
from Havre Sunday morning. The first ship affected by the 
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schedule will be the City of Baltimore, flagship of the line, 
which will sail at 5 p. m, Wednesday, October 14, from Balti- 
more. The new schedule westbound will become effective with 
the sailing of the City of Hamburg from Hamburg on October 16. 


LOANS TO SHIP LINES 


Loans in aid of building two steel passenger-cargo steamers 
for the Colombian Mail Steamship Corporation of New York 
have been authorized by the Shipping Board. The vessels are 
to cost $2,300,000 each and the loans will be for three-fourths 
the cost, but in any case not to exceed $1,725,000. ‘When com- 
pleted the vessels will be placed in service on ocean mail route 
No. 19 covering New York to Puerto Colombia and/or Carta- 
gena, Colombia, via Port-au-Prince, Haiti, and Kingston, Jamaica. 

Repayment of the loan will be made over a 20-year period 
with interest at the lowest legal rate payable semi-annually. The 
vessels are to be built at the Newport News Shipping and Dry- 
dock Company’s yard at Newport News, Va. 

The vessels will be combination passenger and cargo steam- 
ers especially designed for the service in which they will be 
engaged. They will be 404 feet 3 inches in length, 57 feet 6 
inches beam, and 23 feet 6 inches draft, with a total deadweight 
of 4,400 tons. They will be equipped with geared turbine pro- 
pelling machinery having a normal shaft horsepower of 6,500 
and a speed of 16 knots. A total of 54,000 cubic feet of refrig- 
erated space will be provided for carrying fruit and other perish- 
able cargoes. 

Hearing on applications from the General Motorship Cor- 
poration for loans to be used in aid of reconditioning the motor 
vessel Clevelander (Ex-Twin Ports) has been set by the Ship- 
ping Board for Tuesday, September 22, 1931, at 10 a. m. 

At 10:30 a. m. on the same date the board will grant hear- 
ings on applications for loans in aid of building vessels for the 
Overseas Railway, Inc., and the Gulf-Pacific Line. Of these two, 
the former is an applicant for a loan on a freight car carrier to 
be operated under an ocean mail contract between New Orleans, 
and the latter is an applicant for loans on two ships to be built 
for the Gulf-Pacific trade. 





RIVER AND HARBOR ALLOTMENTS 


The Assistant Secretary of War has approved an allotment 
of $65,000 for dredging in the harbor at Portland, Me., and 
$20,000 for dredging in the harbors of New Bedford and Fair- 
haven, Mass. 


SEASONAL TOBACCO MOVEMENT 


The Shipping Board has authorized the Consolidated Navi- 
gation Company, managing operators of the Oriole Lines, to 
assist in the seasonal movement of tobacco from Carolinian 
ports. The S. S. Kerhonkson of that line will call at Charleston, 
S. C., and Wilmington, N. C., September 22 and 25 to lift from 
1,000 to 2,000 hogshead of tobacco consigned to Avonmouth, 
England. 


PANAMA CANAL TRAFFIC 

Commercial traffic through the canal in July, 2,110,701 tons 
in 406 ships, according to the Panama Canal Record, was the 
lowest July traffic in point of transits and tons of cargo carried 
since 1922, which was just prior to the beginning of the heavy 
mineral oil traffic via the canal. With respect to net tonnage 
(Panama Canal measurement), it was the lowest since 1925, 
when a total of 1,915,295 net tons (in 418 ships) were transited. 

In comparison with July, 1930, traffic for the past month 
declined 82 transits, or 16.8 per cent; 328,194 net tons, or 13.5 
per cent; and 535,244 cargo tons, or 22.8 per cent; and in com- 
parison with July, 1929, decreased 121 transits, or 23 per cent; 
357,579 net tons, or 14.5 per cent, and 731,359 cargo tons, or 28.1 
per cent. 


FREIGHT TRAFFIC INSTITUTE 

“One of the most noteworthy changes in the traffic field in 
recent years is found in the steadily increasing number of men 
availing themselves of the facilities and equipment offered by 
educational institutions for their development and progress,” 
declared Dabney T. Waring, New York traffic consultant, at a 
general meeting marking the opening of evening classes in traffic 
management at the American Freight Traffic Institute, New 
York “More and more men are recognizing the advantages of 
special training in traffic work,” he said. “They want to become 
thoroughly efficient in all its branches—to master the whole 
job.” Mr. Waring took as his subject, “Traffic Men of the Fu- 
ture.” Traffic work is coming to be recognized as a profession, 
he said. Success in the field of transportation will depend, more 
and more, as time goes on, he held, on the supplementing of 
practical experience with class room work. 
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AT CHICAGO 


The Erie is the only east- 
ern line maintaining its own 
stations on the North Side 
of Chicago. Third day service 
is provided on traffic to 
and from New York with sim- 
ilar good service elsewhere. 


Freight station at Webster 
Ave., Chicago River 






Freight station at Erie and Kingsbury 
Streets, Chicago River 


ERIE RAILROAD SYSTEM 


ROUTE OF THE ERIE LIMITED 
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ACCIDENTS IN SCHEDULED FLYING 


There were 5 fatal accidents in more than 20,000,000 miles 
of scheduled air transport flying in the first six months of 1931, 
according to the semi-annual report of the aeronautics branch 
on civil aircraft accidents in scheduled air transport operations 
from January to June, 1931, announced by Col. Clarence M. 
Young, Assistant Secretary of Commerce for Aeronautics. Three 
of these accidents involved passenger fatalities, 

As compared with the corresponding six months’ period of 
1930, the passenger miles flown for each passenger fatality 
showed an increase of more than 100 per cent. In the first 
six months of 1930 the passenger miles flown for each passenger 
fatality were 2,375,664; in the first six months of 1931 the 
passenger miles flown for each passenger fatality were 5,277,989. 
This was due to an increase in the number of miles flown and 
a decrease in the number of passenger fatalities. Miles flown 
in scheduled operations of American-owned aircraft increased 
from 16,902,728 in the first half of 1930 to 20,304,430 in the first 
half of 1931, while passenger fatalities decreased from 22 in the 
1930 period to 9 in the 1931 period. 

Direct comparisons are made between corresponding six 
months’ periods of calendar years, as conditions usually are 
more favorable for flying in the last half of the year, and this 
fact is reflected in the totals. 

The total number of accidents of all kinds—minor and seri- 
ous—increased in the 1931 period over the first half of 1930, 
and, although the number of miles flown was greater this year, 
there was a decrease in the number of miles flown for each 
accident. The statistics showing these facts are: 

For the period January to June, 1930, there were 44 acci- 
dents in 16,902,728 miles of flying, making the number of miles 
flown for each accident 384,152, whereas, for the period January 
to June, 1931, there were 61 accidents in 20,304,430 miles of 
flying, making the number of miles flown for each accident 
332,860. 

With respect to causes of accidents, the aeronautics branch 
found that in the first six months of 1931 these were as follows: 
Material (including airplanes and power plants), 40.08 per cent; 
miscellaneous (including weather, darkness, airport or terrain 
and other miscellaneous causes), 32.31 per cent; personal errors, 
25.15 per cent; and undetermined and doubtful, 2.46 per cent. 

The accident report is based on the findings of the accident 
board of the aeronautics branch, which is composed of two 
pilots, a flight surgeon, an aeronautical engineer, a lawyer 
versed in air law, and a statistician. This board investigates 
and analyzes all civil aircraft accidents reported from the field 
and reduces them to their causation factors expressed in per- 
centages. 


AIR TRANSPORT OPERATIONS 


Scheduled air transport lines operating in the United States 
and with extensions to Canada, the West Indies and Latin Amer- 
ica, flew more than 20,000,000 miles and carried 193,651 pas- 
sengers, 4,589,707 pounds of mail and 1,299,863 pounds of express 
in the first six months of 1931, according to a survey by the 
aeronautics branch of the Department of Commerce. 

The amount of mail carried represented an increase of more 
than a half million pounds over the first six months of 1930 and 
there also was an increase of 54,386 pounds in express ship- 
ments over the same period last year. Passenger traffic, how- 
ever, showed a decrease of 14,706 over the corresponding period 
in 1930. Direct comparisons are made between corresponding 
six months periods of calendar years, as whether conditions 
usually are more favorable during the last half of the year and 
this fact is reflected in the totals. 

The total number of miles flown in scheduled operations 
during the first half of 1931 represented an increase of 3,401,702 
miles over the same period last year. However, the total number 
of passenger miles flown (a passenger mile being the equivalent 
of one passenger flown one mile) showed a decrease, from 
52,264,616 in the first half of 1930 to 47,501,901 in the first half 
of 1931. 

Domestic mail payments aggregated $9,160,260 in compari- 
son with $6,954,808 in the corresponding period of 1930; foreign 
mail payments were $3,464,772 in comparison with $2,217,367 in 
the corresponding period of 1930. The money results of other 
operations are not shown. 


AIRWAYS INSPECTION 


Col. Clarence M. Young, Assistant Secretary of Commerce 
for Aeronautics, left Washington, September 17, in a Depart- 
ment of Commerce airplane for an inspection trip of the federal 
airways system now being established and maintained by the 
Department of Commerce. 

The trip will be over the airways between Washington and 
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the west coast. The outward itinerary includes stops at Cleve- 
land, Chicago, Des Moines, Omaha, Cheyenne, Salt Lake City, 
Reno and San Francisco. After inspecting the airway facilities 
on the west coast, Col. Young will return to Washington as far 
as Kansas City via the midcontinent airway, which includes Los 
Angeles, Albuquerque, N. M., Amarillo, Tex., and Wichita, Kans. 
Then his course probably will take him from Kansas City down 
to the section of the southern Transcontinental airway between 
Fort Worth and Atlanta, Ga. Cities on this airway include 
Dallas, Shreveport, Jackson and Birmingham. He will return 
to Washington via the Atlanta-New York airway. 

The trip, which will require about three weeks, will 
represent Colonel Young’s eighteenth flight across the continent 
in the past four years. 


FAST AIR SERVICE 


Evidence that commercial aviation is making the maximum 
in travel speed available to the general public was given by the 
participation of a standard transport plane of Continental Air- 
ways, Inc., in the free-for-all cross-country derby from Los Angeles 
to Cleveland, the first week in September, held in conjunction 
With the National Air Races at Cleveland. The plane of the 
transport company was one of the type it uses in regular serv- 
ice on its route between Chicago and Washington, D. C., and 
was a stock model in every particular, except that additional 
gas tanks were fitted in the space ordinarily occupied by the 
six passenger seats that are a part of the transport equipment. 
The transport plane came in second in the race, with an official 
lapsed time of 10 hours and 4 minutes between the starting 
signal and landing at Cleveland, It competed against a field 
of eight other planes, a number of them “special jobs” on which 
months of preparation had been put, and was beaten only by 
a plane flown by the world-famous Jimmie Doolittle. 

Continental’s plane was flown by the chief pilot of the 
transport organization, Harold S. Johnson, and covered the air 
distance of 2,134 miles at an average speed of 199.4 miles an 
hour. The lapsed time included a short penalty at the take-off 
and a stop at Wichita, Kan., where a delay of nearly an hour 
for repairs was necessitated by damage to a wing resulting 
from improper placing of fueling trucks. 


The ship is now in regular service on the Chicago-Wash- 
ington transport route, having completed a number of round 
trips since the race. The company maintains a schedule of 4 
hours and 10 minutes between the two terminals, flying time 
amounting to only 3 hours and 55 minutes. In connection with 
another transport line operating between Pittsburgh and New 
York, it gives a Chicago-New York service of 4 hours and 45 
minutes. 


NEW AIR LINE SERVICE 


High speed “de luxe” airline service between New York, 
Philadelphia and Washington was begun September 16 by the 
Ludington Lines, when the first of its new transport planes 
started 68-minute service between Washington and New York. 
The plane, a low-wing 7-passenger transport ship with retracta- 
ble landing gear, and capable of a top speed of over 200 miles 
an hour, will maintain the fastest airline schedule in the world, 
it is stated. Four round trips each way daily are scheduled. 


FREIGHT TRAFFIC VOLUME 


The volume of freight traffic handled by the Class I rail- 
roads of this country in the first seven months of 1931 amounted 
to 204,602,756,000 net ton-miles, according to reports received 
from the railroads by the Bureau of Railway Economics. 


This was a reduction of 43,238,050,000 net ton-miles, or 17.4 
per cent, under the corresponding period in 1930, and a reduc- 
tion of 75,915,669,000 net ton-miles, or 27.1 per cent under the 
same period in 1929. 

Railroads of the eastern district for the first seven months 
of 1931 reported a redutcion of 17.7 per cent in the volume 
of freight traffic handled compared with the same period in 
1930, while the southern district reported a decrease of 17.5 
per cent. The western district reported a decrease of 17.1 per 
cent. 

For the month of July, freight traffic handled by the Class 
I railroads amounted to 30,275,956,000 net ton-mile. Compared 
with July, 1930, this was a reduction of 5,318,083,000 net ton- 
miles, or 14.9 per cent, and a reduction of 11,733,443,000 net 
ton-miles, or 27.9 per cent, under-July, 1929. 

In the eastern district, the volume of freight traffic handled 
in July was a reduction of 15.4 per cent, compared with the 
same month in 1930, while the southern district reported a 
decrease of 14.1 per cent. The western district reported a 
decrease of 14.7 per cent. 
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@ There is a Santa Fe 
man in each city listed 
below, call him in. 


Albuquerque, N. M. 


Amarillo, Tex. 
Atchison, Kan. 
Atlanta, Ga. 
Beaumont, Tex. 
Boston, Mass. 
Buffalo, N. Y. 
Chicago, Ill. 
Cincinnati, O. 
Cleveland, O. 
Clinton, Okla. 


Colorado Springs, Col. 


Dallas, Tex. 


Des Moines, Ia. 
Denver, Colo. 
Detroit, Mich. 


Fort Madison, la. 
Fort Worth, Tex. 


Lubbock, Tex. Pomona, Calif. Santa Barbara, Calif. 
El Paso, Tex. Mexico City, Mex. Portland, Ore. Santa Rosa, Calif. 

Milwaukee, Wis. Pueblo, Colo. Seattle, Wash. 

Minneapolis, Minn. St. Joseph, Mo. . Stockton, Calif. 
Fresno, Calif. New Orleans, La. St. Louis, Mo. Temple, Tex. 


Galveston, Tex. 
Houston, Tex. 
Hutchinson, Kan. 


Oklahoma City, Okla. San Angelo, Tex. Tulsa, Okla. 
Indianapolis, Ind. Paris, Tex. San Antonio, Tex. Waco, Tex. 
Joplin, Mo. Peoria, Ill. San Bernardino, Calif. Wichita, Kan. 


Kansas City, Mo. 







This is an exact repro- 
duction {greatly re- 
duced} of apictograph 
of the Thunderbird 
painted on the cliffs 
overshadowing one of 
the earliest of the 
ancient New Mexican 
Pueblos. 


TRADE MARK 


COPYRIGHT FRED HARVEY 1909 


OF THE SOUTHWEST 


To the Indians of the West when the Thunderbird opens 
his eyes the lightning flashes; thunder rolls as his wings 
beat. He brings rain—grass for the flocks and herds, 
abundant crops, full granaries. 


Since the coming of the first Santa Fe train in 1869 the South- 
west and Pacific Coast have grown. Industrial builders have 
received rawmaterials and equipment;cattlemen and farmers 
have brought what they needed from the east, via Santa Fe. 
Their products in turn have gone to market by Santa Fe. 


Its lines have gradually extended. They reach the pro- 
ducing centers and the markets of twelve states. It is the 
logical transportation between the East and West and the 
Southwest—double track most of the way, Santa Fe owned 
and operated. 


One Line—On Time 


Phoenix, Ariz. 
Pittsburgh, Pa. 


San Francisco, Calif. 
San Jose, Calif. 


Leavenworth, Kan. 
Los Angeles, Calif. 


Sacramento, Calif. Topeka, Kan. 
Salt Lake City, Utah Trinidad, Colo. 


New York, N. Y. 
Oakland, Calif. 


Philadelphia, Pa. San Diego, Calif. Wichita Falls, Tex. 








One of the Santa Fe’s 
newest freight locomo- 
tives put into service 
in December of 1930. 
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Questions and Answers 


N this column will be answered questions of both legal and practical 
nature that confront persons dealing with traffic. A specialist on inter- 
state commerce law, who is a member of our legal department, will give 
his opinion in answer to any simple question relating to the law of interstate 
transportation of freight. A traffic man of long experience and wide knowl- 
edge will answer questions relating to practical traffic problems. We do not 
desire to take the place of the traffic man but to help him in his work. | 
The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. If a 
more comprehensive answer to a question is desired than is thought proper for 
this column, the department will answer it by letter for a reasonable charge. 


Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C. 
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Tariff Interpretation 


IHinois.—Question: An industry which is track located, but 
not listed in the carrier’s switching tariff. A car arrives over 
another line and the carrier, upon which track consignee is 
located, refuses to switch the car at the switching rate. Would 
the local distance rate apply from the point of interchange with 
delivering carrier to the sidetrack of the consignee or what 
would be the lawful charge? 

Answer: In the absence of a rule relative to corrections 
and additions to the list of industris in the switching tariff of 
the carrier in question, there apparently is no applicable switch- 
ing rate. See, in this connection, Shanks & Gannon Co. vs. 
Cc: ©. Cc. @& St. L. Ry. Co.,. 102 1. C..C. 462. 

See also rule 10(d) of the Commission Tariff Circular 20, 
which states that a switching tariff must name the stations, 
warehouses, team or delivery tracks, or other points at which 
shipments will be received or delivered within the switching 
limits, or must otherwise clearly define such limits. 

As to the application of the distance rate, see the Com- 
mission’s decision in Central Iron & Coal Co. vs. Director-Gen- 
eral, 77 I. C. C. 300, in which the Commission states that a 
distance rate is a legal rate only when distance can be deter- 
mined from a tariff publication with the same definiteness as 
the quantum of the rate itself. 

Whether the distance rate can be applied will depend upon 
whether there is a distance tariff which shows the distance 
between the points between which the shipment moved. 

Where transportation service has been rendered for which no 
tariff authority whatever exists and where the shipper has paid 
the sum claimed by the carrier for that service, the Commission 
has jurisdiction to inquire what was a reasonable charge for 
the service and to order the repayment of whatever the carrier 
has collected over and above such reasonable charge. Memphis 
Freight Bureau vs. K. C. S. Ry. Co., 17 I. C. C. 90. 


Demurrage—Average Agreement—Parent and Subsidiary 
Company 


Ohio.—Question: A question has come up relative to the ad- 
justment of car service under the average agreement, and we 
would like to have your legal advice regarding same. 

Cars arriving for the M. C. Co., which is a subsidiary to the 
C. B. S. Co., located on carrier “A’s” yard in Cleveland. All 
charges, such as freight, car service, unloading and deliveries, 
are accomplished by the C. B. S. Co. The cars of the M. C. 
Co. and C. B. S. Co. are handled from the same yard On car- 
rier “A.” 

Both companies carry separate average agreement, and we 
have taken the matter up with carrier “A” relative to having 
one average agreement apply under the name of the C. B. S. 
Co. We have written them requesting that the average agree: 
ment apply under the C. B. S. Co. covering all cars that may 
arrive for both parties, but they advise this cannot be carried 
out unless we give an arrival notice on all cars delivered to 
the C. B. S. Co. 

We see no reason in carrying out this ruling, inasmuch as 
all the cars are handled by the C. B. S. Co., also freight bills, 
car service bills, etc., although they are billed to the M. C. Co. 
are mailed to the C. B. S. Co. for payment. 

Answer: We can locate no decision of the Commission with 
respect to the application of one average agreement to a parent 
company and its subsidiaries. However, see Albert Lea Pack- 
ine Co. ve. ©. M..& St. P. Ry. Coe., 140 1: C. C. 167, 162 1.C C 
665, the principle of which case, if applicable to an average 


agreement, would require tWo average agreements under such 


circumstances 
Notice of Claim 
New York.—Question: It has come to our knowledge that 
there has been rendered recently a decision whereby the time 
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for filing claims against the express company has been ex- 
tended to nine months and. fifteen days. We do not know 
whether this is applicable to other carriers, and we would ap- 
preciate it if you would kindly furnish us with a copy of said 
decision. 

Answer: Item 7-A, of the Uniform Express Receipt Terms 
and Conditions, as published on page 2 of supplement 7 to Offi- 
cial Express Classification No. 31, reads as follows: 


As conditions precedent to recovery claims must be made in 
writing to the originating or delivering carrier within nine months 
after delivery of the property or, in case of failure to make delivery, 
then within nine months and fifteen days after date of shipment; 
and suits shall be instituted only within two years and one day 
after the date when notice in writing is given by the carrier to 
the claimant that the carrier has disallowed the claim or any part or 
parts thereof. 


The above provision is in accordance with the amendment 
of April 23, 1930, of paragraph 11 of section 20 of the inter- 
state commerce act, reading: 


Provided further, that it shall be unlawful for any such receiving 
or delivering common carrier to provide by rule, contract, regulation, 
or otherwise a shorter period for the filing of claims than nine 
months, and for the institution of suits than two years, such period 
for institution of suits to be computed from the day when notice 
in writing is given by the carrier to the claimant that the carrier 
_ — the claim or any part or parts thereof specified in 
the notice. 


The amendment of the Express Classification was first pub- 
lished effective August 15, 1930, in supplement No. 1. 


Transfer of Overloaded Car—Cost of Returning Overload from 
Weighing Point 


South Dakota.—Question: Will you kindly explain the right 
of shipper and duty of carrier in the following case? 


A stone quarry located at point A loaded a car of crushed 
stone for delivery at point B, 20 miles west of the shipping 
point. The carrier desired to weigh the car and had no scales 
at either A or B. The car was moved 50 miles in the opposite 
direction to point C for weighing. It was there discovered that 
the car was overloaded 7 tons, above carrying capacity. The 
shipper was notified that he must arrange to reduce the over- 
load and the car was held at C, subject to his orders. The 
carrier was requested to transfer the overload to another car 
and bring it back to A, which they refused to do. Under such 
circumstances what is the responsibility of the carrier? It 
would seem to me that the responsibility for the overload rests 
equally between the shipper and the carrier, who had facilities 
for estimating the overload, and if neither could determine, 
then the carrier’s lack of facilities for weighing should not 
cause a penalty. 

Answer: The Commission, in Memphis Freight Bureau vs. 
St. Louis Southwestern Ry. Co., 115 I. C. C. 409, states that the 
carrer is obligated to furnish proper equipment for the safe 
transportation of goods which it holds itself out to carry, and 
that it is the corresponding duty of the shipper to load his 
goods properly for shipment and to observe carrier’s rules 
which have as their object the protection of such equipment. 
It held that a rule providing for charges on overloaded cars 
and charges assessed thereunder was not unreasonable or other- 
wise unlawful. 


While it seems unreasonable to penalize the shipper to the 
extent of the cost of returning the overload to point A, the 
proximate cause of this expense was the overloading of the car 
by the shipper and, as the Commission holds that it is the duty 
of the shipper to observe the carrier’s rules as to loading cars, 
the cost must apparently be borne by the shipper. 


Weights and Weighing—Burden of Proof on Shipper to Show 
Actual Weight Where Shipment Delivered Without Weigh- 
ing to Carrier 


Ohio.—Question: A question has come up relative to the 
freight charges collected on a car of cinders loaded from Cleve- 
land from a private track to a private track in Cleveland on 
a connectng line, on which the minimum charge according to 
switching tariff is 50,000 pounds. 

The car was loaded at Cleveland on carrier “A” and deliv- 
ered to carrier “B,’ and both of these parties have a private 
track on each line on which the switching is 50 cents a ton, 
minimum 25 tons. Unfortunately the car on carrier “A” was 
not weighed and carrier “A” assessed a charge on 114,912 
pounds. This car number was B. & O. 532242, which covers a 
capacity weight of 100,000 pounds. 


This charge, according to B. & O. Tariff I. C. C. 20971, was 
assessed at 42 cents per cwt. on the cubical contents of 2,736 
cubic feet. We have taken exceptions to this charge, as we fail 
to find where the carrier can assess this charge according to 
the switching tariff, as it is utterly impossible for the carrier 








September 19, 1931 


The New 


The Traffic World 





MipweEst TERMINAL BUILDING 


St. Louis’ Latest Facility 
for Merchandise Distribution 


At Twelfth Boulevard and Washington Avenue—center 
of St. Louis’ development activity, where retail and 
wholesale shopping districts meet—is now being erected the 
remarkable Illinois Terminal Railroad System station and 
industrial loft building. 

Adjoining is the downtown hotel district. Close by is the 
civic center with its new Plaza, and the financial district. 
Within a few blocks are the new homes 
of the St. Louis Globe-Democrat and 
the St. Louis Star and many other new 
business buildings. Altogether here is type 
one of the choicest business locations 
in the city. 

Thirty feet underground the quiet, elec- 
trified lines of the Illinois Terminal 
Railroad System carry fast freight and 
passenger traffic over the McKinley 
Bridge to the East, with car-movements 
interchangeable with all other railroads. 
The latest ideas in rapid loading and 


—A monumental steel structure of the latest 


—12 main stories covering a whole city block 
—75,000 square feet on each level 
—3 offset office stories above 


—Surmounted by a massive tower. 

—All built over an underground passenger and 
freight station (electrified) with a capacity in 
excess of 100 cars 

—Located in the heart of business St. Louis 

—Ready for occupancy, July, 1932 





unloading of cars are being utilized. Storage and handling 
of freight will all be concentrated on the lower floors; the 
upper floors reserved for manufacturers and distributors. 
All trucking costs on in-or-out-hbound less-than-car- 
load rail shipments are eliminated. Offices and stock 
rooms may be combined under one roof without sacrificing 
desirability of location for either. The mammoth loft and 
warehouse facilities available make this 
building an ideal headquarters for mer- 
chandise distribution throughout the 
whole midwest territory. 

Besides the increased facilities and 
expedited service to be rendered, 
this new development opens an in- 
dustrial territory not heretofore 
served by rail transportation. It 
adds another link to the great chain 
of St. Louis’ merchandise distribu- 
tion advantages. Write for detailed 
information. 


MIDWEST INDUSTRIAL TERMINAL CO. 


1221 Locust St. 


ST. LOUIS 


Phone Central 5300 
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to know the real amount of cinders loaded in a car without 
seeing the car. 

The tariff mentioned above states: Estimated weights to 
be used when the weight of a car cannot be ascertained. In 
this case the weight could have been ascertained if the car was 
weighed and carrier “A” had no way of knowing what was 
actually loaded in the car. Therefore, our contention is that 
legally they cannot charge according to the above tariff, and, 
due to the fact that the minimum weight is 50,000 pounds, this 
would be the legal charge in accordance with switching tariff. 

We trust to hear from you as to your views in regard to 
this charge. 

Answer: With respect to this question, see the Commis- 
sion’s decision in Docket No. 23572, W. W. Benjamin Co. vs. 
P. R. R. Co., 176 I. C. C. 341, and Docket No. 23603, Gurney Seed 
& Nursery Co. vs. Union Pacific R. R. Co., 172 I. C. C. 175. In 
these cases, the Commission, where shipments have been de- 
livered without having been weighed, places the burden of proof 
upon the shipper to establish the actual weight of the shipment. 

In the latter case it refused to find that the minimum weight 
should be applied, in the presence of a higher weight in the 
bill of lading. In this case the Commission said: 


The only question presented here is whether the correct weight 
was used in computing the charges. Defendant did not weigh the 
shipment. Complainant has destroyed its records pertaining to this 
shipment and is unable to furnish any evidence showing the actual 
weight of the shipment. Under the circumstances, defendant’s action 
in computing the charges on the weight shown in the bill of lading 
was not improper. 

We find that the applicable rate was 53 cents; and that the weight 
of 40,000 pounds used in computing the charges has not been shown 
to have been improper. Complaint will be dismissed. 


Correction 
In our answer to “Ohio,” on page 534 of The Traffic World 
of September 5, 1931, under the caption “Transfer of Overloaded 
Car,” the citation given should read 115 I. C. C. 409, not 151 
I. Cc. C. 409. 
Limitation of Actions—Overcharges 


Tennessee.—Question: We received a shipment on Novem- 
ber 25, 1927. The carrier presented an undercharge bill, which 
was paid on July 6, 1928, On July 11, 1931, we presented an 
overcharge claim on the same shipment, which has been de- 
clined, the carrier citing the statute of limitations, 

Please advise if the statute of limitations of three years 
starts to run from the time of original payment of freight 
charges or from time of payment of undercharge. 

Answer: Subdivision (c) of paragraph 3 of section 16 of 
the act provides that for recovery of overcharges action at law 
shall be begun or complaint filed with the Commission against 
carriers subject to the act within three years from the time 
the cause of action accrued, and not after, subject to certain 
exceptions. 

Subdivision (e) provides that the cause of action shall be 
deemed to accrue upon delivery or tender of delivery of the 
shipment by the carrier, and not after. 

One of the exceptions referred to above is that if the claim 
for the overcharge has been presented in writing to the carrier 
within the three-year period of limitation, said period shall be 
extended to include six months from the time notice in writing 
is given by the carrier to the claimant of disallowance of the 
claim, or any part or parts thereof, specified in the notice. 
Another exception is that if on or before expiration of the three- 
year period of limitation, a carrier subject to the act begins 
an action for recovery of charges in respect of the same trans- 
portation service, or without beginning action collects charges 
in respect of that service, said period of limitation shall be 
extended to include 90 days from the time such action is begun 
or such charges are collected by the carrier. 

However, inasmuch as you neither filed your claim for the 
overcharge within 90 days from the date of the collection of 
the undercharge by the carrier nor within the three-year period 
of limitation, your claim for the overcharge is barred at the 
present time by the above referred to statutory provisions. 


SOUTHWEST ADVISORY BOARD 


The call and docket for the twenty-eighth regular meeting 
of the Southwest Shippers’ Advisory Board have been sent to 
approximately 1,000 members and representatives of the rail- 
roads and the public. The meeting will be held in the Kemp 
Hotel, Wichita Falls, Tex., September 24, and will be called to 
order at nine a. m. by General Chairman Cecil E. Munn, presi- 
dent of the Enid Terminal Elevator, Enid, Oklahoma. J. L. Jack- 
son, Jr., general manager of the Wichita Falls Chamber of Com- 
merce, will extend greetings to the four or five hundred ex- 
pected at the meeting. 

Cotton being the seasonal traffic, a general discussion of 


The Traffic World 


Vol. XLVIII, No. 12 





this commodity is on the program. Arrangements are under 
way for a speaker thoroughly familiar with the cotton situation. 
The forecast of business conditions for the fourth quarter of 
the year will be presented by the various commodity com- 
mittees, for Arkansas, Louisiana, Oklahoma and Texas. 

J. A. Somerville, chairman of the railroad contact committee 
and vice-president of the Texas and Pacific, will submit the 
report for that committee. John W. Daniel, traffic manager, 
Peden Company, Houston, and general secretary of the board, 
will make the report for the executive committee. L. M. Betts, 
manager of the car service division, A. R. A., Washington, D. C., 
will report on general conditions over the United States. R. W. 
Edwards, district manager, Car Service Division, Dallas, will 
report on conditions in the southwest. All railroads in the south- 
west will make individual reports on condition of equipment, 
supply, improvements, etc. 

Meetings of the executive and contact committees will be 
held September 23. 


CENTRAL WESTERN BOARD 


L, T. Oldroyd, commissioner of agriculture for Wyoming 
and state secretary for the Central Western Shippers’ Advisory 
Board in Wyoming, in charge of arrangements for the twenty- 
third regular meeting of board, has announced that Governor 
A. M. Clark is on the program for remarks at noon in the Plains 
Hotel, September 29. 

W. M. Jeffers, operating vice-president, Union Pacific Sys- 
tem, Omaha; C. N. Arnett, president and general manager, In- 
termountain Live Stock Marketing Association, Denver; F. E. 
Winburn, special representative of the freight claim division, 
American Railway Association, Chicago, and, perhaps, Carl R. 
Gray, Jr., operating vice-president and general manager, Chicago, 
St. Paul, Minneapolis & Omaha Railway, St. Paul, are also on 
the program, according to the announcement. 

Mr. Jeffers’ address will deal with “Economy and Efficiency 
in Transportation.” Mr. Arnett will discuss “Efficiency in Live 
Stock Marketing Methods,” while Mr. Winburn’s remarks will 
deal with ways and means employed to eliminate or reduce the 
losses sustained by shippers and railroads, alike, in the handling 
of freight, because of inadequate or improper marking and pack- 
ing of the commodities, as well as by pilferage. Mr. Gray is 
expected to speak on “The Cost of Truck and Bus Operation and 
— Possibilities of Coordinating Such Service with the Steam 

arriers.” 


TRANS-MO..KANSAS BOARD 


The Trans-Missouri-Kansas Shippers’ Board, which met in 
the Hotel Statler, St. Louis, this week, submitted reports and 
statistics indicating that carloading will be 5.7 per cent less in 
a quarter of this year than the corresponding period of 

Estimates of the probable commercial activity in the last 
four months, based on reports of committees on twenty-nine 
commodities, showed increases are forecast as follows: Live 
stock, 9.7 per cent; dairy products, 5.9; eggs, 9.2; fresh vege- 
tables, 5.3; grains, 4.5; petroleum and products, 2; potatoes, 80. 

The following decreases are forecast: Products of mines, 
including coal and iron, 5.9 per cent; building materials, 15.9; 
automobiles, 12.9; agricultural implements, 37.4; boilers and ma- 
chinery, 61.1. 

Heretofore the board’s estimates have averaged within 3 
per cent of correct. 


OHIO VALLEY BOARD 


“The present action of the railroads is usually referred to 
simply as an application to advance freight rates 15 per cent. 
It would be more accurate, and convey a much truer picture, to 
speak of it as an effort to restore freight rates to approximately 
the levels of some years back,” said Elisha Lee, vice-president 
of the Pennsylvania, in an address before the Ohio Valley Ship- 
pers’ Advisory Board at the Brown Hotel, Louisville, Ky., Sep- 
tember 15. 

“It can scarcely be contended that those levels were un- 
reasonably high,” he went on, “since under them the traffic of 
the country moved freely, and the earnings of the railroads were 
certainly not excessive.” 

The 15 per cent increase “was in no sense proposed as a 
permanent fixation of rates,” he declared. “On the contrary, 
the Commission was specifically invited, in the event of favor- 
able action, to keep the docket open in order that any future 
change in conditions might be dealt with immediately.” 

The outstanding feature of the reaction of the public to 
the proposed increase, he said, was that no one had seriously 
brought into controversy the reality of the need of the railroads. 

He expressed appreciation on the part of railroad men of 
the way in which the Commission has expedited the proceeding, 
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ent-day magazines, every section of the na- 

tion wants new industries, more home-makers, 
more agriculturalists . . . particularly the South- 
land with its great undeveloped natural resources. 
But industries are not selected at random nor on 
the promises of cleverly written advertisements. 
Neither do people decide upon new home:sites or 


J UDGING from the advertising one sees in pres- 


farms over night. Facts—complete, authoritative an adequate supply of capable white work- 
data—must be available. ers; cheap and abundant hydro - electric 
In the great area extending from Tidewater power and unsurpassed transportation facili- 
Virginia to the Mid-West, served by the Norfolk ties. For the farmer there are productive, 
and Western Railway, many opportunities for the low-priced lands, well watered, suitable for 
individual and countless desirable industrial loca- farming, dairying, livestock or poultry raising 
tions exist. For the manufacturer there are vast and fruit growing. 
supplies of raw materials and all-purpose coals; To bring together the opportunity and the 


individual or organization, the Norfolk and 
Western Railway maintains a staff of trained 
men with practical knowledge of industrial 
and agricultural development. These men 
will gladly present the detailed and accurate 
information that is essential to the successful 
selection of an industrial location or a home- 
site. 
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COLUMBIA GRO 


CHICAGO, ILL. 


WHITING, IND. 
GARY, IND. 


MICHIGAN CITY, IND. 


SOUTH BEND, IND. 
ELKHART, IND. 


DETROIT, MICH. 


FLINT, MICH. 
PONTIAC, MICH. 
JACKSON, MICH. 
ANN ARBOR, MICH. 
PT. HURON, MICH. 


CINCINNATI, OHIO 


NEWPORT, KY. 
COVINGTON, KY. 


LAWRENCEBURG, IND. 


SHELBYVILLE, IND. 
CONNERSVILLE, IND. 


CLEVELAND, OHIO 


LORAIN, OHIO 
ELYRIA, OHIO 
NORWALK, OHIO 
BELLEVUE, OHIO 
HURON, OHIO 
SANDUSKY, OHIO 


INDIANAPOLIS, IND. 


CRAWFORDSVILLE, 
IND. 

LAFAYETTE, IND. 

MARION, IND. 

MUNCIE, IND. 

FT. WAYNE, IND. 

ANDERSON, IND. 


TOLEDO, OHIO 


FREMONT, OHIO 
LIMA, OHIO 
MANSFIELD, OHIO 


BOWLING GREEN, 
OHIO 


FINDLAY, OHIO 
MONROE, MICH. | 
ADRIAN, MICH. + } 
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Code of Ethics 


Adopted by each member of Columbia Motors group 


W hereas: 

Fair dealings and service are the basis of all human progress— 
I Pledge: 

To provide American business with superior transportation at 
a reasonable price; 

To furnish good working conditions and surroundings to 
employees and give them an honest return for honest and efficient 
efforts ; 

To co-operate with members of this group by upholding the 
organization’s high standards with the shipping public; 

To meet my obligations to employees, shippers, consignees, asso- 
ciates and the general public; 

Carry adequate cargo insurance, as well as protection against 
public liability and property damage; 

At all times adhere to the truth in my advertising; 

Extend courtesy to all motorists along the highways; 

And maintain the highest standard of ethical and moral practices 
in the conduct of my business to render to the shipping public the 
best service, and to reflect credit on my organization and the motor 
truck transportation industry. 


wnerame COL MDE 


Relidit 








FRANK C. ¥D% 





September 19, 1931 


The Traffic World 


a3 Safety t=! Protection 


| ANNUAL, | 
~ DISTRIBUTION fi 


joo.co.coa)t 7 a 
iz ee SSS 
\ 


\ 
\ 





TO QVER 


EIGHT HUNDRED’ 
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Ship by Truck 


with 
The Columbia Motors Group 
Columbus Motor Eupress, Inc. ... 0.0.6.6 6605s Columbus, Ohio 
Denny Motor Transfer Co................ New Albany, Indiana 
The Fraser Young Trucking Co............... Wadsworth, Ohio 
General Motor Transportation Co................. Dayton, Ohio 
I, Ge ik oak V4 sede wes dace newan Hamilton, Ohio 
a  PPTTTE Terre ee tte Evansville, Indiana 
Tie Ete Tey CO. oon cc cewccce scene Toledo, Ohio 
E. A. Setiaivet “Tramtier C0. 20.64.0020 rc0cees Mt. Vernon, Ohio 


Ward Tremeportetion Co... 0... 20 ccscceweeseens Columbus, Ohio 


Y, OT OTS, I H 4 | TOLEDO, OHIO 


YDT, President 
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, : DISTRIBUTION 


COLUMBUS, OHIO 


MARIETTA, OHIO 
ZANESVILLE, OHIO 
NEWARK, OHIO 
CHILLICOTHE, OHIO 
MARION, OHIO 

MT. VERNON, OHIO 
LANCASTER, OHIO 


LOUISVILLE, KY. 


NEW ALBANY, IND. 


JEFFERSONVILLE, IND. 


BLOOMINGTON, IND. 
SEYMOUR, IND. 
COLUMBUS, IND. 


DAYTON, OHIO 


XENIA, OHIO 

WASHINGTON, C. H., 
OHIO 

PIQUA, OHIO 

GREENVILLE, OHIO 

SPRINGFIELD, OHIO 

RICHMOND, IND. 


AKRON, OHIO 


CANTON, OHIO 
YOUNGSTOWN, OHIO 
WADSWORTH, OHIO 
WOOSTER, OHIO 
SALEM, OHIO 
ASHLAND, OHIO 


EVANSVILLE, IND. 


TERRE HAUTE, IND. 
VINCENNES, IND. 
NASHVILLE, TENN. 
HENDERSON, KY 
PAOLI, IND. 


HAMILTON, OHIO 


MIDDLETOWN, OHIO 
FRANKLIN, OHIO 
WILMINGTON, OHIO 
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“and for the unquestioned earnestness with which the members 
of that most important and heavily burdened body are endeav- 
oring to inform themselves fully, accurately and comprehen- 
sively, from every angle, in order that they may be in complete 
possession of the facts.” 


GREAT LAKES ADVISORY BOARD 


The Great Lakes Regional Advisory Board, the membership 
of which includes approximately 2,000 representatives of indus- 
tries in Michigan, Ohio, New York, Pennsylvania and Indiana, 
will hold its thirty-first regular meeting at the Mayflower Hotel, 
Akron, O., September 23. Commodity committee reports will 
be given by committee chairmen, showing the probable trend 
of business in the coming three months, covering all lines of 
industry. Daniel Willard, president of the Baltimore & Ohio, 
will address the meeting on .present-day railroad problems. A 
luncheon will be served at noon, at which James D. Tew, presi- 
dent of the B. F. Goodrich Company, will speak on the present 
economic outlook, and John L. Lovett, manager Michigan Man- 
ufacturers’ Association, will talk on European and Russian 
conditions, as seen by him in a recent trip through foreign 
countries. The meeting will be open to the public. 


SOUTHEAST ADVISORY BOARD 


Basic industries reporting to the thirty-fifth regular meeting 
of the Southeast Shippers’ Advisory Board at Birmingham, Ala., 
September 10, predicted a net volume of business in October, 
November and December closely approaching that of the cor- 
responding period of last year. 

Slowly moving upward trends noted by the brick and clay 
producers and slightly improved markets, coupled with ‘increas- 
ing inquiries for lumber and forest products, indicated an ag- 
gregate movement of those commodities equaling the 1930 levels, 
it was reported. Manufacturers of pulp and products anticipated 
a 10 per cent increase, while several of the larger iron and steel 
concerns reported anticipated car requirements slightly better 
than the actual loadings of last year. 

With many of the major highway projects nearing com- 
pletion, shippers of cement, sand, gravel and slag expected 
demands on an even basis with the fourth quarter of 1930, 
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Although acreage in cultivation in the southeast is 10 per 
cent below last year, reports indicated a larger yield this season, 
on the basis of which movements of cotton and cottonseed prod- 
ucts are expected to be 10 per cent heavier. The textile in- 
dustry contemplates improved demand within the next three 
months with sales increases in most lines being noted currently, 
it was stated. 

The fertilizer and materials people found conditions indi- 
cated a 20 per cent decrease. Producers of apples reported an 
unusually large crop in prospect. Growers of vegetables said 
that yields would, in the aggregate, reach the 1930 shipments. 
Notwithstanding increased production forecast as of August 1, 
shippers of grain and grain products said that actual move- 
ment would be 10 per cent less than last year, due to pre- 
vailing market prices, coupled with a decrease in live stock on 
farms. A volume of movement equaling 1930 was forecast for 
sugar, syrup and molasses. 

Continued losses of coal*to natural gas, on land, and to oil 
on ships, together with subnormal consumption in railroad fuel, 
will cause a reduction of 15 per cent in shipments of coal and 
coke, it was said. 

The naval stores industry, due to uncertain prospects of 
current below-cost production markets, anticipated a 20 per cent 
decrease. The petroleum and products industry expected a 5 
per cent increase, while manufacturers of furniture and other 
miscellaneous commodities felt that, generally, the 1931 ship- 
ments would closely approximate those of last year. 

The recently organized agricultural advisory council is 
engaged in studying and remedying the causes of the unsatis- 
factory results of the 1931 peach marketing. 


NEW ENGLAND BOARD 


A forecast of business conditions in New England for the 
last three months of this year, presented in reports of com- 
modity committee chairmen to the New England Shippers’ Ad- 
visory Board, at its sixteenth regular meeting at New London, 
Conn., September 18, indicated a decrease of 4.9 per cent, as 
compared with the same months a year ago. This compares 
with a decrease of 11 per cent from January 1 to September 1 
in the territory indicating, in the opinion of the commodity 

















rapid transit of their merchandise. 


Peoria is also a rate breaking point which gives it con- 
siderable advantage over other cities in the mid-west in the 


matter of freight rates. 


SWITCHING SERVICE BETWEEN THESE SIXTEEN CARRIERS: 


Chicago, Rock Island & Pacific Railway Company 
Cleveland, Cincinnati, Chicago & St. Louis Rail- 


Peoria and Pekin Union Railway Company 
Atchison, Topeka & Santa Fe Railway Co. 
Chicago & Alton Railroad Company 
Chicago & Northwestern Railway Co. 
Chicago, Burlington & Quincy Railroad Co. 
Chicago and Illinois Midland Ry. 


way Company 


ees |! 
Sammie. 


You will find the P. & P. U. Railway rendering extremely 
efficient service and cooperation to shippers who appreciate 


Illinois Central Railroad Company 
Illinois Terminal R. R. System 
Inland Waterways Corporation 










Route your 
Bills of Lading 
VIA 


Peoria, Illinois 


en 
oe 
— 
- 


Minneapolis & St. Louis Railroad Company 

New York, Chicago & St. L. R. R. Co. 
(L. E. & W. Dist.) 

Pennsylvania Railroad 

Peoria Terminal Company 

Toledo, Peoria & Western Railroad 


PEORIA AND PEKIN UNION RAILWAY 


Inquiries Solicited, Address E. F. STOCK, Traffic Manager, Union Station, Peoria, Iinois 
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committee chairmen, a slowing down in the rate of business 
decline. 

Increased activity was forecast in 15 of the 29 commodities 
covered by reports, with the chairmen in seven other commodity 
groups reporting expectations that they would hold their own 
in the last quarter of the year. 

In the reports by railroads, the Boston and Maine’s state- 
ment called attention to the fact that, notwithstanding the de- 
cline in railroad revenues and business levels, it was continuing 
its program of completing major improvements to its facilities 
and service. Specifically, the report told of the recent estab- 
lishment of a new foreign freight promotional service, designed 
to aid New England industries in finding markets abroad, and 
to increase the flow of import and export traffic through the 
principal ports served by that railroad. It also reported further 
extensions of new standards of fast freight service. 

New England’s business conditions in -general were said by 
Charles E. Spencer, chairman of the committee on banking and 
insurance, to present “a more favorable showing than any other 
part of the country. This is evidenced by our index of indus- 
trial production, which for the first seven months of this year 
was only 5 per cent below the corresponding period of 1930, 
as against a decline of 17 per cent for the entire country. Such 
factors as employment and payrolls, freight carloadings, electric 
power production and building contracts awarded show a much 
smaller decline from a year ago in New England than for the 
rest of the country. It is too early to determine whether the 
upturn in New England activity is merely a spurt, due to tem- 
porary replacement demand, or a definite turning of the business 
tide.” 

In the report for the boots, shoes and leather committee, 
by Carlton R. Blades, chairman, it was stated that, while the 
volume of shipments for October, November and December 
would be 5 per cent behind the same period of 1930, they 
would average about 10 per cent more than in the last three 
months, in which this industry had shown a substantial revival. 





WABASH PRESIDENCYS 
W. H. Williams has applied to the Conimission for a cer- 
tificate permitting him to become an officer and director in the 
Wabash and its subsidiaries, the application being necessary 
on account of his election to the presidency, of the Wabash on 
September 9. In his application his electiom was announced as 
having been made subject to approval by the Commission. 
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Personal Notes 





J. W. Boysen has been appointed traveling freight agent, 
Kansas City Southern and the Texarkana & Fort Smith, at Kan- 
sas City. 

J. S. Coward has been appointed general agent, Chicago 
Great Western, with headquarters at Spokane, Wash., succeed- 
ing M. O. Culton, resigned. 

Following a leave of absence because of ill health, Stuart 
A. Allen has been appointed assistant to general freight traffic 
manager, Baltimore & Ohio, with headquarters at Baltimore. 

Sidney J. Theobald has been appointed general agent, Savan- 
nah & Atlanta Railway, at Chicago. 

Tom C. Patton, manager of the Standard Carloading Cor- 
poration at Detroit, died September 14. 

P. H. Banks has been appointed traffic manager, Henry H. 
Cross & Co., Chicago. 

Following competitive examinations conducted by the col- 
lege entrance examination board for the Pennsylvania Railroad, 
two Frank Thomson memorial scholarships, each worth $800 
annually, have been awarded to Robert W. Downing, of Ben 
Avon, Pittsburgh, Pa., and Monroe E. Wenger, of Mercersburg, 
Pa. Robert W. Downing is the son of J. A. Downing, district 
freight claim agent, Pittsburgh. Monroe E. Wenger is the son 
of E. H. Wenger, agent at Mercersburg, Pa. 

Brawn C. Sproul, traffic director, Durant Motors, Inc., Lan- 
sing, Mich., has resigned, effective September 15. For the im- 
mediate future he will devote his attention to private interests 
in Saginaw and Lansing, Mich., it is stated. He served the 
Durant organization nine and a half years. 

W. R. Tucker, for 18 years agricultural development and 
immigation agent of the A. B. & C., has severed his connection 
with the railroad to join the Ice Bound Products, Inc., a new 
corporation. He was particularly active in truck farming de- 
velopment of the Georgia coastal plain. He has established 
headquarters in Atlanta and will assist in directing a nation- 
wide program for distributing frozen foods. 

C. R. McDonald has been appointed executive representa- 
Missouri-Kansas-Texas Lines, with headquarters at St. 

Harvey Allen has been appointed general agent, Mis- 


tive, 
Louis. 


Fast Freight Service : Mexico 


Through the Ports of Tampico 
and Veracruz and the National 


Railways of Mexico 


From Veracruz to: 


23 hours 
23 hours 
20 hours 


Mexico City 
Pachuca - 
Puebla - - 


From Tampico to: 


Mexico City - - - - 47 hours 
Pachuca - - - - - 47 hours 


The National Railways of Mexico form the larg- 
est rail system in Mexico (8465 miles of track) 
serving 22 states, or approximately 76% of the 
total territory of the Republic. 


For complete information, communicate with 





F. N. Puente, Gen. Agt. F. C. Lona, Gen. Agt. 
441 Monadnock is. Room 1520 
San Francisco, Calif. Two-O-One North Wells Bldg. 
Chicago, 


F. P. De Hoyos, Gen. Agent 

Weekly services: New York (Ward Line) 1515 Penn Building 
F ; New York City 

New Orleans (Cuyamel Line—American 

i i ion. A. Horcasitas, Com. Agt. 

Fruit & Steamship Corporation.) }, Hepes ow pag 


New Orleans, La. 


F. Alatorre, Com. Agt. 
815 Pacific Electric Bldg. 
Los Angeles, Calif. 


V. H. Moscosso, Com. Agt. 
Room A-21, Railway Exch. Bide. 
; ; St. Louis, Mo. 

Through bills of lading issued by 
steamship lines to all destinations 


onthe National Railwaysof Mexico 


INDUSTRIAL AGENCY. Mr. Miguel Sandoval, In- 
dustrial Agent, 2a. Bolivar 19, Mexico City, will upon 
request and free of charge furnish information on 
Mexican products marketable in the States. 
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“CONSOLIDATED LESS THAN CARLOAD 
BOOK! FREIGHT TRANSPORTATION” 
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WV AWA. 


Public . 


“The 
Ideal 


Distribution System” 
—says Pepsodent 


ANUFACTURERS worried about sales 

quotas and distribution costs should take 
a tip from Pepsodent. . . and consider the use 
of AWA merchandise warehouses for the spot- 
stock distribution of their merchandise, through 
warehouses located in every distribution center 
of importance. Says L. W. Bauer, Traffic 
Manager of the Pepsodent Company: 

‘**The public warehouse is a most important 
factor in the national distribution of our prod- 
ucts. This company was quick to recognize the 
possibilities, and has been a user of public ware- 
houses since the earliest development of its busi- 
ness. We do not know of a better medium for 
any large shipper or national distributor. It per- 
mits the spotting of stock at the most strategic 
centers. The service is flexible and can be ad- 
justed to suit the most exacting requirements. 
In fact, it is the ideal instrument with which 
to set up a thorough and practical distribution 
system upon a most economical basis.”* 

AWA Warehouses furnish all necessary 
facilities and services required for the strategic 
spot-stock distribution of raw materials, manu- 
factured articles and service parts of every 
kind. You can use as many warehouses as 
your business requires. . . in two cities, in 
twenty cities, or in a hundred cities! 


a WRITE FOR FREE BOOK 


Full details of the AWA Plan of Distri- 
bution are described in our 32-page booklet: 
‘Increasing Your Sales Through the Use of 
AWA Warehouses.’’ Have your secretary 
write today for your copy. 





AMERICAN 
WAREHOUSEMEN’S 
ASSOCIATION 
1945 Adams-Franklin Bldg., Chicago, Ill. 


<- Marchandise 
VE. Worehouses ©.” 


Ww | SHIPPERS and RECEIVERS 


ATIONAL 
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oden 
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“DIVIDENDS” .... The all 


Important Question ..... 
today. 


DS 
Am 


Re 
Ni 


... By usin 
“NATIONAL SERVICE” 


will find themselves enjoy- 
ing dividends, in Reduced 
Rates, Fastest time in Transit, 
and a most Dependable 
Service. 


LET “NATIONAL” SHOW THE WAY 
TO SURE DIVIDENDS 


Offices in All Principal Cities 


The National Freight Company 


Judson Freight Forwarding Co. 
G. W. Sheldon & Co. 


General Traffic Department 
Pier 2 North River 
New York, N. Y. 


SERVICE-ECONOMY-DEPENDABILITY 
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souri-Kansas-Texas Railroad, with headquarters at St. Louis. 
L. R. Hahn has been appointed traveling freight agent, with 
headquarters at Kansas City. R. T. Dubose has been appointed 
assistant general freight agent, M.-K.-T. of Texas, with head- 
quarters at Dallas, and S. D. Sparkes has been appointed general 
freight agent, with headquarters at Dallas, succeeding Mr. Allen. 
The following additional appointments have been made on 
M. K. T. lines: T. J. Connell, district freight agent at Detroit; 
A. G. Boyne, commercial agent at Detroit; F. T. Agnew, district 
freight and passenger agent at Salt Lake City; C. E. Turner, 
traveling freight and passenger agent at Seattle; O. G. Atkisson, 
traveling freight and passenger agent, at Denver; V. M. Jack- 
son, traveling freight and passenger agent at Salt Lake City. 

E. E. Greeson has been appointed representative, Louisiana 
& Arkansas and the Louisiana, Arkansas & Texas, at Little 
Rock. 





Orr Oeo Bere 


Doings of the Traffic Clubs 


oOo oOo Sor Ooo Oor@: 





A meeting of the Transportation Club of Peoria will be held 
September 23, at which a fish dinner will be served. Enter- 
tainment will be provided by the T. P. & W. 





The Traffic Club of Minneapolis began its weekly luncheons 
for the season with a meeting at the Nicollet Hotel September 
17, sponsored by the Great Northern. Ralph Budd, president of 
that line, was the speaker. He told of the entrance of the Great 
Northern into California. A bridge party will be given in the 
club rooms September 21. The Traffic Club Bowling League will 
begin its season September 25. 





Speakers at the dinner meeting of the Transportation Club 
of Evansville, September 16, were H. A. Parrish, assistant to 
general manager, C. & N. W., and S. M. Galaty, safety depart- 
ment, C. & N. W. Moving pictures of Proviso yard of the North 
Western, at Chicago, were shown. The first fall meeting of the 
Study Club will be held in the Chamber of Commerce September 
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25. Studies for the first half of the year will be reviewed, fol- 
lowing which sections of the interstate commerce act having a 
bearing on rate construction will be discussed. 





The fall golf tournament of the Toledo Transportation Club 
was held at the Sylvania Golf Club September 17. Dinner was 
served and the club silver trophy awarded. 





The Traffic Club of New York had a golf outing at the Glen 
Oaks Golf and Country Club, Great Neck, L. I., September 17. 





The Traffic Club of Kansas City will resume its weekly 
luncheons September 21 at the Baltimore Hotel. The final 
golf tournament of the season will be given at the Meadow 
Lake Country Club September 25. Numerous prizes have been 
donated by members to be awarded to winners in the various 
events. 





At its meeting in the Chamber of Commerce Assembly Hall 
September 14, the Traffic Club of Newark, N. J., on recommenda- 
tion of the Port Development Committee, headed by Joseph 
H. Wood, adopted a resolution urging the city commissioners to 
dispose of the Submarine Boat Corporation property at Port 
Newark to private interests, on the grounds that it would en- 
hance the development of shipping and terminal facilities, en- 
courage the location of bona fide steamship lines, provide addi- 
tional payrolls, and, in addition, the property would be returned 
to tax ratables. The resolution is to be presented to the city 
commissioners for their consideration. H. T. Wilkins, manager 
of exhibits of the Pennsylvania Railroad, spoke on “Progress of 
Transportation,” stressing the importance of the railroads in 
the transportation service of the country, and declaring that 
they should receive the fullest measure of cooperation from 
shippers and travelers generally. Entertainment under the 
management of Frank McArdle, chairman of the entertainment 
committee, was furnished by the Pennsylvania Railroad Red 
Cap Quartette. William Hildebrand, president, presided. 





The Women’s Traffic Club of San Francisco met September 
17 at the Western Bomen’s Club, for dinner and a Russian 
program. J. S. Thompson, president, Pacific Electric Manu- 
facturing Company, past president of the Bohemian Club, spoke; 








A STRAIGHT PATH to PROFIT 


IN LATIN AMERICA 


* 


The Direct Route to the Countries South of the United States 


Houston is miles nearer, regular and frequent sailings 
are scheduled to all parts of South and Central America 
and the consular offices of most of Latin America are 
concentrated through one department here so that your 


delays are cut to a minimum. 


i HOUSTON 


If you are interested 
in a larger market for 
YOUR goods, let one 
of these well-informed 
Houston Port Bureau 
representatives show 
you the way to big 
profits in an un- 
crowded field. 


Every week thousands of dollars worth of merchandise 


leaves Houston for these countries, meaning big profits 
to far-sighted firms who have established their products 


solidly in this rich market. 


DIRECTOR OF THE PORT 


5th Floor, Courthouse 
HOUSTON, TEXAS 


J. C. MAYFIELD 
1141 Whitehall, Bldg., 
New York City 


T. P. BARTLE 
433 Board of Trade Bldzg., 
Kansas City, Mo. 


J. RUSSELL WAIT 
5th Floor Courthouse, 
Houston, Texas 
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DOMESTIC and EXPORT 
TRAFFIC; | FORMS 


Compli¢té-Ac 4 steeds quate 
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U5. 


NEW FORMS 
of 


BILLS of LADING 


Effective January 1, 1932 


Fair prices - Guaranteed accuracy 


Standard sizes and forms 
Pads - Rolls - Fanfold - Flatpack 
Samples, with quotations, upon request 


CANADIAN 
CUSTOMS INVOICES 


Forms ‘‘M”’ and ‘‘N”’ 


Two sizes, 8%” x11” and 8%” x 14”, 
to provide for any number of com- 
modities large or small. 


NOTICE 


All Traffic Forms formerly sold by The 
Traffic World have been absorbed 
into the very large and well-known 
line made for many years and sold by 


HORDER’S, Inc. 


231 South Jefferson Street - Chicago, Illinois 
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Get a REAL Grasp 
on TRAFFIC 


|: IG 
Ce" 


WY 


More Money 


That’s what you want 


March out of the ranks of the masses and join 
the successful group of 


TRAFFIC EXPERTS 


Be a master in your chosen profession. Choose 
the kind and amount of training to suit your 
personal requirements. 


Three separate courses: 

Traffic Management (for men with limited or no 
experience) 

Traffic Law (for experienced Traffic men) 

I. C. C. Procedure (for men who desire only this 
phase of the work) 


Read what men who know have to say about the 


COLLEGE of ADVANCED TRAFFIC 


C. C. Cameron, G. T. M., Illinois Central R. R., 
says: “The College of Advanced Traffic observes 
a practical rather than a theoretical course of 
training and accordingly serves a very useful 
purpose in traffic education.” 


Jas. R. Maloney, T. M., Miller & Carlson, Pitts- Mail 
burgh, Pa., says: “My course has already been 

of great value to me. It has been instrumental theCoupon 
in advancing my salary $25 a month, and opened 

the door on three good outside propositions.” 


College of Advanced Traffic, 
330 S. Wells St., Chicago, Ill. ; 
Gentlemen: Please send me full particulars, as I am interested in the 
Course checked below. 
[] Traffic Management—For men with limited or no traffic experience. 
(] Traffic Law—For experienced traffic men. 
[] I. C. C. Procedure—For men who desire only this phase of the work. 
C] Resident Training C] Home Study Training 
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2] Ship by Water 
WILLIAMS LINE 


BALTIMORE — NORFOLK — CHARLESTON 


FAST DIRECT SERVICE 
TO 


San Diego, Los Angeles Harbor, 
San Francisco, Oakland, 
Seattle and Tacoma 


SAILING FROM 


STEAMER BALTIMORE] NORFOLK |CHARLESTON 
WLP ARO . 2.420.000 Sept. 19 Sept. 21 Sept. 24 
WILLZIPO. ...2...0000 Oct. 2 Oct. 4 Oct. 7 
SAN FELIPE......... Oct. 15 Oct. 17 Oct. 20 
WILLKENO.......... Oct. 28 Oct. 30 Nov. 2 
WILLMOTO.......... Nov. 10 Nov. 12 Nov. 15 


Thru bills of lading issued to all other Pacific 
Coast Ports, Hawaii and the Far East 


For rates, dates ef sailings and other information apply te 


WILLIAMS STEAMSHIP COP.PORATION 


8 Bridge Street, New York. Telephones: Whitehall { 43928 


BALTIMORE, MD. PITTSBURGH, PA. NORFOLK, VA. 
109 East Redweod St. Oliver Bldg. Law Bldg. 
Phone; PLAZA 7377 Phone; ATLANTIC 5005 Phone; NORFOLK 21265 


CHARLESTON, S. C. 
9 Middle Atlantic Whf. 
Phone; 4460 


And at eur Branch Offices at perts ef call, etc. 


CONTINENTAL AIRWAYS, INC. 


General Offices: 5032 West 63rd St., Chicago, Illinois 
Telephone, Grovehill 2206 


TICKETS 
Leading HOTELS AND WESTERN UNION TELEGRAPH OFFICES 


AIRPORTS 


CHICAGO—Municipal Airport. PITTSBURGH, PA.—Curtiss-Bettis Field. 
CANTON, OHIO—McKinley Airport. WASHINGTON, D. C.—Washington- 
Hoover Airport. 


CHICAGO-PITTSBURGH-W ASHINGTON 








Eastbound Daily Westbound 


Read Down Read UP 





Chicago (CT) 
Canton (ET) 
Pittsburgh (ET) 
.......... Washington (ET) 


New York (ET)............. 
(Newark Airport) 


®V/ia Pittsburgh Airways between Pittsburgh and New York. 

















Chicago to Washington 
*Chicago to New York 
*Chicago to Philadelphia 
*Chicago to York 

Chicago to Pittsburgh 

Chicago to Canton 

Canton to Washington 

Pittsburgh to Washington 

Canton to Pittsburgh 


FIVE PER CENT DISCOUNT ON CONTINENTAL AIRWAYS ROUND 
TRIP TICKETS 


*Direct connections at Pittsburgh with Pittsburgh Airways. 


RESERVATIONS 


Reservations can be made and tickets purchased at any Western Union Telegraph 
Office or through the transportation porters of the leading hotels and ticket agencies. 

All seats are reserved. Reservations will not be guaranteed unless transportation 
has been purchased. 


WESTERN UNION AIR EXPRESS SERVICE 


Rates on application. 
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also, John D. Barry, of the University of California Extension. 
There were guests. Carolyn Weber, past president, and Beulah 
Morris, of the club, attended the state federation convention of 
Business and Professional Women’s Clubs at Coronado. Presi- 
dent Helen Wild was a delegate to the Pacific Foreign Trade 
Conference, Oakland, September 17 and 18. ‘ 





The Traffic Study Club of Atlanta held a meeting at the 
Chamber of Commerce September 14. Lieutenant Jack Malcolm, 
head of the Atlanta police department traffic squad, spoke on 
“Highway Traffic.” 





The Birmingham Traffic and Transportation Club had a 
luncheon at the Municipal Airport September 15. E. L. Swazey, 
traffic manager and chief intelligence officer, Pan-American Air- 
Ways Corporation, was the speaker. 





William C. Green, attorney, was the speaker at the first 
fall luncheon of the Transportation Club of St. Paul September 
15. He spoke on the “Constitution,” appearing under the 
auspices of the American, State, and Ramsey County Bar Asso- 
ciation, as a part of its observance of ‘National Constitution 
Week.” 





The Traffic Club of St. Louis will hold a golf tournament at 
the Midland Valley Country Club September 25. Prizes will be 
awarded and luncheon and dinner will be served. 





William C. Hubner will represent the Pacific Traffic Asso- 
ciation as delegate at the annual meeting of the Associated 
Traffic Clubs of America at Tulsa October 28 and 29. Mr. 
Hubner is chairman of the board of the Pacific Traffic Associa- 
tion. 





The Miami Valley Traffic Club will open its fall and winter 
schedule with a dinner meeting at the Van Cleve Hotel Sep- 
tember 24. There will be a speaker. Other events scheduled for 
coming months include a complimentary dinner dance and card 
party October 22, a business meeting November 16, a Christmas 
party December 17, and the annual dinner February 4. The 
club has appointed R. H. Hagerman, traffic manager, National 
Cash Register Company, Dayton, and F. G. Burnett, general 
agent, A. T. & S. F., Cincinnati, delegates to the Tulsa meeting 
of the Associated Traffic Clubs of America. F. F. Kator, traffic 
manager, G. H. Mead Company, Dayton, and J. R. Griffin, dis- 
trict freight agent, M.-K.-T., Cincinnati, have been appointed 
alternates. 


Y. M. C. A. TRAFFIC CLASS 


After a lapse of several years, a beginning course in traffic 
and transportation is to be offered at Chicago Central College 
of Commerce of the Y. M. C. A. this fall. The course, which 
starts September 24 and lasts for seventeen weeks, will be 
taught by George A. Rautenberg, president of the College of 
Advanced Traffic and a member of the senior and junior Chi- 
cago traffic clubs. According to the announcement, the course 
is designed with two purposes in mind: 

(1) To give the business executive, especially of the small com- 
pany which does not employ a traffic manager, more practical 
knowledge of traffic management which will be of help in the con- 
duct of his business, and (2) to enable the young man who is con- 
sidering traffic as a career to get a general idea of the opportunities 
and problems in this field before investing time and study in the 
deeper technicalities of the subject. 

A few of the general topics of study outlined are: Place 
of traffic administration in business, general introduction to the 
transportation field, developments leading to national legislation 
and federal control of railroads, kinds of traffic organizations, 
division of territories, classification of freight and freight classi- 
fication, tariff interpretation and rate construction, freight rates 
and tariffs, shipping documents and their application, special 
transportation services, study in freight claims, transportation 
law, 


ELECTRIC RAILWAY DATA 


In a summary of selected financial and operating data of 
electric railways reporting to the Commission, for the calendar 
year, 1930, prepared by the Commission’s Bureau of Statistics, 
it is shown that such roads operated 8,958 miles of road, had 
an investment in road and equipment of $977,443,648 and that 
their total corporate surplus was a deficit of $60,499,560. 

The reporting roads, in the year had a total operating reve- 
nue of $127,910,623, of which freight contributed $31,161,760 and 
passenger $85,676,664. Their operating expenses were $112,470,- 
599, their operating income $18,331,095, which included income 
from gas, light, power and other operations, as well as income 
from railway operations. Their net income was $10,673,880. 

Dividend declarations amounted to $20,750,216, Their taxes, 
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assignable to railway operations, other than United States gov- 
ernment taxes, amounted to $8,335,416. 

The capital stock of the reporting roads totaled $630,456,072 
and their unmatured funded debt $568,339,073. Total current 
liabilities amounted to $120,970,832, and accrued depreciation to 
$89,114,046. 

Employes at the end of the year numbered 38,769 and their 
compensation was $66,857,961. 





PACKAGING PRACTICE 

Simplified practice recommendation No. R65-31, covering 
the packaging of 20 items of overhead electric railway equip- 
ment, has received the required degree of acceptance and may 
now be considered as in effect, according to a recent announce- 
ment by the division of simplified practice of the Bureau of 
Standards. 

This simplification program recommends the packaging of 
a specified number of units of each of the following materials: 
Protecting trolley armor, pole bands up to and including the 
6-inch, pole bands 7 inches and over, fork bolts with insulator 
4 inch in diameter, fork bolts with insulator % inch in diam- 
eter, angle crossarm braces, flat steel crossarm braces, crossings 
or crossovers, trolley wire clinch ears, trolley frogs, straight 
line hangers, cap and cone insulators, section insulators, strain 
(Globe and Giant) insulators, wood strain insulators, feeder pins 
for steel crossarms, straight line suspension pullovers, soldered 
splicing trolley wire sleeves, mechanical splicing trolley wire 
sleeves, and line section switches, 
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Docket of the Commission 


999 B er Soo Gor Gor Goo Ger Oo Gor Gor Sor Gor Gor Gor Gor Ooo Oe 





Oo Wer O oo Gere Oeor Ser Ger Ser Ser Ger Gor Gor Gor Ges de 


NOTE—Items in the Docket marked with an asterisk (*) have 
been added since the last issue of The Traffic World. New assign- 
ments now on the Commission’s docket of dates later than herein 
shown will not bear asterisks when they do appear. Cancellations 
and postponements announced too late to show the change in this 
Docket will be noted elsewhere. 


September 21—Argument at Washington, D. C.: 
Ex Parte 103—In the matter of increases in freight rates and charges. 
September 21—Gainesville, Ga.—Examiner Sullivan: 

Finance No. 8865—Application Gainesville & Northwestern R. R. 
for a certificate of public convenience and necessity to abandon 
its line and operation under trackage rights. 

September 21—Ft. Dodge, Ia.—Director Sweet: 

Finance No. 8810—Joint application of C. G. W. R. R. and M. C. 
& Ft. D. R. R. for a certificate of public convenience and neces- 
sity permitting abandonment of southern portion of Lehigh 
branch in Webster county, Ia. 

Septembr 21—Washington, D. C.—Examiner Mullen: 

9200—Railway Mail Pay. Application of White Sulphur Springs & 
Yellowstone Park Ry. 

September 22—Washington, D. C.—Examiners Fowler and Norpel: 

Finance No. 3770—Excess income of Interstate R. R. 
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September 22—Washington, D. C.—Examiner Rogers: 

24049—A. Johnston, Grand Chief Engineer of the Brotherhood of 
Locomotive Engineers, and D. D. Robertson, President of the 
Brotherhood of Locomotive Firemen and Enginemen, vs. A. T. & 
S. I. Ry. et al. (Adjourned hearing.) 

September 22—Washington, D. C.—Examiner Zeitz: 

Fourth Section Application No. 14398, filed by Miss. Valley Barge 

Line Co. M. & N. A. Ry., and M.-K.-T. R. R. 


Soptemier = to 30—New York, N. Y.—Director Bartel and Examiner 
ardwell: 

Ex Parte 104, Part 11—Terminal Services of Class I Carriers. Dela- 
ware & Hudson R. R.; Delaware, Lackawanna & Western R. R. 
Erie R. R.; Lehigh & New England R. R.; Lehigh Valley R. R.; 
New Jersey & New York R. R.; New York Central R. R.; New 
York, Ontario & Western Ry.; New York, Susquehanna & West- 
ern R. R.; Ulster & Delaware R. R.; Brooklyn Eastern District 
Terminal; Central R. R. of New Jersey; Lehigh & Hudson River 
iy Oe Island R, R.; Reading Co.; Staten Island Rapid Tran- 
s y. 

September 22—Washington, D. C.—Examiners Bradford and Burbank: 

— a 3722—Excess income of Erie & Michigan Ry. & Navi- 
gation Co. 


September 23—Lawrenceville, Ga.—Examiner Sullivan: 

Finance No. 8767—Application S. A. L. Ry., and its receivers, for 
a certificate of public convenience and necessity permitting 
abandonment of Loganville branch. 

September 23—-Washington, D. C.—Examiner Watson: 

* Finance No. 8901—Joint Application of Nicholas, Fayette & Green- 
brief R. R., C. & O. Ry., and N. Y. C. R. R. for authority to the 
N. F. & G. R. R. to acquire properties of Sewell Valley R. R., 
Loop & Lookout R. R., and Greenbrief & Eastern R. R., and for 
authority to C. & O. Ry. and N. Y. C. R. R. to acquire control of 
railroads of the Sewell Valley R. R., Loop & Lookout R. R., and 
Greenbrief & Eastern R. R. under lease. 


September 26—Tallahassee, Fla.—Examiner Sullivan: 

Finance No. 8823—Application S. A. L, Ry. and its receivers, for 
certificate of public convenience and necessity permitting aban- 
donment of a portion of the St. Marks Branch. 

September 28—Washington, D. C.—Examiner Williams: 

22806—L. N. Grant vs. A. C. L. R. R. et al. (Further hearing for 

sole purpose of determining amount of reparation.) 


September 28—Toledo, O.—Examiner Hansen: 
24362—-Toledo Pressed Steel Co. vs. A. A. R. R. et al. 


September 28—Washington, D. C.—Examiner Rogers: 

24050—A. Johnston, Grand Chief Engineer of the Brotherhood of 
Locomotive Engineers, and D., D. Robertson, President of the 
Brotherhood of Locomotive Firemen and Enginemen, vs. A. C. L. 
R. R. et al. (Adjourned hearing.) 


September 28—Clarksburg, W. Va.—Examiner Colvin: 
23939—Adamston Flat Glass Co. vs. B. & O. R. R. et al. 


September 29—Galesburg, Ill—Examiner Trezise: 
24486 (and Sub. 1)—Galesburg Horse & Mule Co., Inc., et al. vs. A. 
C. @ ¥. Ry. ot al. 


September 29—Lansing, Mich.—Examiner Hansen: 

24065—Millett Elevator Co. vs. G. T. Western R. R. et al. 

24216 (and Sub. 1)—St. Johns Co-Operative Ass’n et al. vs. C. S. 
& M. R. R. et al. 

September 29—Tallahassee, Fla.—Examiner Sullivan: 

Finance No. 8824—Application S. A. L. Ry. and its receivers, for 
a certificate of public convenience and necessity permitting aban- 
donment of Covington branch, 

September 29—Washington, D. C.—Examiner Glover: 

Fourth Section Applications No. 3588, et al.—Class and commodities 

from, to and between points in Western Trunk Line territory. 


September 30—Washington, D. C.—Examiner Williams: 
24370—D. J. Jennings vs. Pennsylvania R. R. 


September 30—Cairo, Ill.—Examiner Witters: 
24328—Anna Stone Co. vs. C. & G. Ry. et al. 
September 30—Galesburg, IlIl.—Examiner Trezise: 
24648—Chambers & McConnell et al. vs. C. B. & Q. R. R. et al. 
September 30—Washington, D. C.—Examiner Glover: 
Fourth Section Applications Nos. 1563, et al.—Classes and commodi- 
ties from, to and between points in Official Classification territory. 
October 1—Argument at Washington, D. C.: 
1. & S. 3598—Excursion passenger fares between Chicago, Ill., and 
Minneapolis, St. Paul and Rochester, Minn. 
21743—West Virginia Brick Co. et al. vs. C. & O. Ry. et al. 
__21858—Premier Red Ash Coal Corp. vs. N. & W. Ry. et al. 
October 1—Buffalo, N. Y.—Examiner Cassidy: 
24054—General Plastics, Inc., vs. R. BR. ot al. 
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WANTED—Men versed in rates and tariffs to teach transporta- 
tion and traffic management to groups of local students. We furnish 
all necessary information on Interstate Commerce Commission law, 
practice and procedure for admission to I. C. C. bar. Very profitable 
returns may be had for a few evenings each week tutoring on this 
live and interesting subject. We show you how to organize classes 
and also coach you in the work. Communications treated confiden- 
tially. Address R. N. E. 334, care Traffic World, Chicago, IIl. 





POSITION WANTED—Traffic manager, eight years’ experience, 
desires permanent position; reasonable, age 29, married, available 
October 1, furnish A-1 references, will go anywhere. Address E. H. 
336, care Traffic World, Chicago, IIl. 
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merchandise in our terminal at Evansville it is on the 
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McCormick Pacific-West Indies Line S.S. West Nilus, one of the modern 
freighters in the only direct line between Pacific Ports and Porto Rico. 


Paecific-West Indies 


Frequent sailings, modern handling equipment, 
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WEST COAST OF 
MEXICO ROUTE 









Truly the garden spot of 
America. Why not see it 
for yourself? East or west, 
take ‘‘Sunset Route’’ via 
New Orleans—see Texas 
and the “MAGIC VAL- 
LEY” of the Lower Rio 


Grande. ‘‘Sunset Route’ 
gateways to the ‘‘Val- 
ley’’ are Houston and 
San Antonio. 

Or from the north or 
middle west, enter Texas 
through Dallas and Ft. 
Worth. 


HE coming of Southern Pacific, 

T which has more operated mileage 

than any other railroad in the 

United States, and which with its 

steamship lines reaches from New 

York on the Atlantic to Portland on the 

Pacific, gives the Valley transportation 

service reaching every market on the con- 

tinent, and connecting with every princi- 
pal world port by ships at sea. 
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Thousands of fertile acres like these 
and ideal plant sites available. 


Southern Pacific serves a vast territory 


Development follows transportation. 
The entry of Southern Pacific has greatly 
stimulated investment of large capital, 
more intensive cultivation of lands, pro- 
moted the building of new communities 
and clearing of hundreds of new farms, 
rapidly increased population, and guaran- 
tees the excellence of transportation service 
in a country fast demanding the utmost 
in every developing agency. 
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You are invited to use the facilities of our entire organization. 
San Francisco. .Southern Pacific Bldg. 


CR ch: 6p oatdicecwnean tear os . Healey Bldg. 
IID 6.0.0 0-6-0:5-0.6 40s bea 209 Morris Bldg. 
Birmingham........... 502 Protective Life Bldg. 
ING 55 ess. dvevaie ae. aves erece quae Old South Bldg. 
Ss 5.56 06.0-61. 0046s aOR Ellicott Square Bldg. 
Rr err ee Dixie Terminal 
Chicago—Freight Dept... -Southern Pacific Bldg. 
Chicago—Passenger Dept......... 33 W. Jackson 


ohne Hippodrome Bldg. 
....-Boston Bldg. 


Los Angeles. . 





Simply communicate with our representative nearest to you. 


.Pacific Electric Bldg. Portland... .. Fourth St. at Stark reer ere 913 Texas Ave. 
Re Oe ee ee ee eee Mnteatte Bldg. Uptown Pass. Ticket Of..531 Fifth Ave. at 44th St. 
PERVOMA. . 2.0.0 s 000 Pi Y Margall (antes Obispo) 46 errr Perrine Bldg. 
Indianapolis............ Merchants Bank Bldg. a Packard Bldg. 
ee = See Railway Exchange Bldg. SPS eer es Park Bldg. 
Eee Fourth & Walnut Sts. SE SD SCF 5 5c ccccccsscessvens 41 S. Main ‘St 
056 astray Groves oa tbrap toa Exchange Bldg. re 1405 Fourth Ave. 
Minneapolis............ Metropolitan Life Bldg. ene eran er Carleton Bids. 
Mexico City.......... Ave. Cinco de Mayo, No. 7 Vancouver, B.C... .....0cccccce 585 Granville 
 ,. SOOT CCT re Edificio Langstroth Wasnington, D. C.......ccccces Shoreham Bldg. 
New York City—Frt.-Pass......... 165 Broadway Winston-Salem, N.C........ 613 Reynolds Bldg. 








